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Duckham’s Hydrostatic Weighing Machine. 


We give herewith engravings of a weighing machine which 
geems likely to be very useful in weighing heavy bodies. Fig. 
1 represents a front view and fig. 2a transverse section of the 
machine. From the latter it will be seen that the machine 
consists of a cylinder and piston, the latter kept tight with 
leather packing both in the piston itself and in the piston- 
rod. Attached to this cylinder is an ordinary metal gauge, 
which shows the pressure to which the fluid in the cylinder is 
subjected by the weight suspended from the piston-rod, It 
of course does not matter if there should be a slight leakage 





y 





Fig. %. 

about the piston or rod, because as soon as the weight is sus- 
pended from the rod the leather packing becomes tight and 
produces the same pressure on the fluid (castor oil is general- 
ly used) in the cylinder as though no leakage had taken place. 
The motion of the piston requisite to preduce the pressure on 
the fluid is infinitesimal, so that almost ‘no foree is required 
to move it. 

A jeculiar merit of this machine is its lightness. One 
Weighing 84 pounds is capable of weighing 10 tons, and as 
soon as merchandise or other bodies are raised and suspended 
from this machine they are weighed. 

These machines can be used tor weighing all kinds of goods, 
and afford a very convenient testing machine for testing bar- 
iron, wire, chains, cordage, ete. It can also be used as a dy- 
hamometer to ascertain the power of moving trains or towing 
Vessels, 

Messrs. Thomas Prosser & Son are the agents for the Uni- 
ted States. They may be addressed at No. 15 Gold street, 
New York, 

rr le 
Eliminating the Error in Leveling from Want of 
Perpendicularity of the Rod. 





To tae Eprror or THE RAILROAD GAZETTE: 

In your issue of March 7 appears an article entitled “ Elimi- 
hating in Leveling the Error from Want of Perpendicularity 
in the Kod,” claiming for its aim a desire to insure accuracy 
in the field operations of leveling, and a trigonometrical for- 
mula to facilitate obtaining the same. I intend no offense to 
the writer when I say in candor, that I find it difficult to be- 
lieve that he is an experienced operator. If the gentloman 
has ever done any field work and rectified the errors of his 
rod-man by his own formula, I venture to say, on the strength 
of some experience in that line, that his work is grossly in- 
®orrect, aside from the ulter absurdity of a trigonometrical 
calculation to ascertain the correct reading of a rod. In the 

"st place, no rod-man can hold a rod at the same inclination 
Without more practice than would be required to balance it on 
his nose, and when he acquired that enviable accomplishment 
the absurdity is greater still. Any engineer who has ever put 
18 hands to an instrument or manipulated pencil and note 
*ok knows that to obtain the shortest rod—which is always 





the one required—he must simply cause his rod-man to sway 
or wave the rod, the operator at the same time observing what 
depression, if any, is required of the target to get the least rod. 
No good leveler fails to do this. (See figure.) By one or two 
trials of this kind perfect accuracy is obtained. 





No such forcible comparison oceurs as this: 

Suppose a carpenter wished to get the height of a post. In- 
stead of holding his measuring rod by its ride as nearly vor- 
tical as possible and then swinging it to get the least distance, 
he loans the rod against the post and proceeds to measure the 
angle included between the line of the post and that of the 
rod. This would be difficult to do of itself; but assume hat 
he has it measured, he then sets to work with a table of natural 
sines, and from knowing the distance from the ground to the 
top of the post, as his rod stands, and the aforesaid angle, he 
can, by accuracy and rapidity in his calculation, ascertain the 
required height in possibly ten minutis time. Ifthe said ar- 
ticle had been in a column headed “ Facetiw,” it would have 
been more appropriate. Coming, as it doos, in the appear- 
ance of merit, it is too nonseusical for anything. 





To THE Eprror oF THE RAILROAD GAZETTE: 

I notice in the Gazerre of March 7 a formula for determin- 
ing that reading of the leveling rod which is least liable to 
error, “‘ assuming that every rodman is liable to a certain con- 
stant variation from the perpen icular in holding the rod.” 

This formula will be convenient in many cases, but will 
hardly be sufficient to solve the problem of eliminating the 
error arising from this want of verticality of the rod, because, 
fist, it is not safe to assume that the variation from the verti- 
cal is constant, since circumstances, such as the direction and 
force of the wind and the “lay of the ground” on which the 
rodman stards are likely to change it; and, second, because in 
most cases the leveler cannot choose the reading of the rod in 
taking turning points, but on descending ground must take as 
high a reading as possible and the reverse in ascending. 

Allow me to suggest a method for obtaining an exact reading 
of the rod with the target at any height. It is neither new 
ner original, but, perhaps, may be new to some of your 
readers. 

The redman, having first clamped the target securely in the 
line of sight, should be required to away the top of the rod 
back and forth—that is, toward and from the instrumcnt— 
through a considerable arc, so that in eome position it shall be 
vertical. If there is an crror in the position of the target as at 
first clamped, this will be made appareut by the centre ot the 


target passing above the line of sight as the rod approaches a 
ver vical position, 

Thus, in the figure, if A B be the position of the line from 
the point of support to the centre of the target when it is first 
clamped, then when the rod comes to the vertical the target 
will take the position indicated at B’. To correct the error 
move the target down until, when the top of the rod is swayed 
back and forth, the centre of the target shali reach the line of 
sight but not rise above it. The only inaccuracy of this method 
arises from the fact that the centre of the target is highest 
when the line A B’ is vertical instead of when the centre line 
of the rod A C is vertical, as in the figure. 

The error, however, is inconsiderable, amounting to only 
about 1-1000 of a foot at a reading of 4 feet, and less for » anf 
readings. G. B. L. 





To THe Eprror or THE RamRoaD GAZETTE: 


I notice an article signed “‘N.,” under above capticn, in the 
Gazerre of March 7. 

I have used successfully the following check on the perpen- 
dicularity of the rod, and though it is no new thing in level- 
ing practice, it may be new and intercsting to some of your 
readers. 

The rod first brought to a vertical position at right angles 


to the line of sight, by the aid of the cross wires, I set and 
clamp the target, then direct the rodman to rotate the rod 
slowly backward and forward along the line of sight, inclining 
it about an equal distance on each ride of the vertical. If the 
rod stood plumb when the target was set, the target will ap- 
lower, as the rod is inclined either way; if, on the con- 

ary, the rod was inclined either way from the vertical, the 
target will appear higher when the rod reaches a vertical po- 
sition. 
I have found that a rodman with this check upon him soon 
learns to hold his rod plumb. On level ground this check is of 
small importance, but on an incline, where the rods in one 
direction are always long and in the other always short, I con- 
sider it invaluable. 








AMERICAN SOCIETY OF CIVIL ENCINEERS. 
The Elements of Cost of Rallroad Freight Traffic. 


paper O, Cuanute, C. E., Memberfof the Society, prepared from 
notes bb in the discussion of the Elements of Coat of Railroad 
Traffic,”, at the evening meeting, February 18, 1874.) 

The subject of determining the cost of railroad transporta- 
tion is seemingly a very simple one. So simple, that to one 
unacquainted with the subject it douLtless appears capable 
of easy solution, after a brief investigation. And, in- 
deed, when at the close of the year the report of 
a railway company is published, it is comparatively an 
easy matter to reduce its whole business to an average 
number of passengers and of tons of freight trans- 
ported one mile, and to ascertain ——— © average 
charges and cost of eash, We thus vbtain, however, only av- 
erages and nothing more. It is when we attempt to look fur- 
ther into the subject, and inquire why this average cost varies 








upon different lines, and what are its various elements, or to 
ascertain what profit has beom made upon a particular class cf 
the traffic, and what portion has been done at a loss, that we 
find very considerable intricacy and complication. 
‘ It - Long not only that —< nee greatly oe ae 
‘eren consequence, as we o! peculiar- 
ities, but that even upon the same road it varies materially 
from year to year and from month to month. A comparison, 
by the er, of the monthly earnings and expenses of 
most any railroad will exhibit the fact that their ratio is far 
from being uniform; that the cost of carrying a passenger or a 
ton a mik varies 30 and 40 per cent. between the different 
months, and that in some cases th» whole of the traffic is ac- 
tually worked at a loss during some portion of the winter 
months, 

The ultimate pape or the investigation which led to the 
remarks from which these notes are taken being to ascertain 
the cost of particular operations upon a single road, it was 
thought necessary first to ascertain whether the division of 
the various elements of cost had been assumed correctly by 
comparison of several roads. The present object, however, 
being only to indicate what those elements are, and the man- 
ner in which they burden the traflic differently upon the sey- 
eral roads, the present paper will be confined to a discussion 
of those elements, to the pointing out of their numerous com- 
binations and to such genefal deductions as seem to spring 
therefrom. 

And first it may be stated that the problem of separating the 
various elements of the cost of railroad traffic is probably nea- 
pable of exact solution with our present knowledge. ‘The va- 
rious expenses of which they are composed are combined with 
each other in so many different operations, that it 1s very dif- 
ficult to separate them, so as to ascertain the cost of an par- 
ticular class of traffic with mathematical certainty. We may 
approximate to it, however, and thereby gain clearer ideas on 
a subject which we will find to be very intricate. 

Even the preliminary step of separating the cost of passen- 
er from that of freight traffic is found difficult and ungatis- 
actory. Not only are many services incidental to each per- 
formed by the same agents, and there is ey uncertainty as 
to what proportion of the maintenance of the way and works 
should be charged to each, but there is great diversity in the 
mode of keeping the accounts on different roads, and the basts 
furnished by the companies themselves is found upon exami- 
nation to be arbitrary an ‘ somewhat unreliable. For the pres- 
ent, however, the figures have been taken as returned, merely 
making such corrections as seemed obvious, and the appor- 
tionment will be made from this. 

Indeed, so complicated does the subject become, upon even 
a slight examination, that railway managers are very loth to 
commit themselves to positive statements as to the cost of 
particular portions of their traffic, and much of the reticence, 
which has recently been sharply criticised during the discus- 
sion which has been going on in the public prints on this sub- 
ject, is no doubt due more to an unwillingness to put them- 
selves on record concerning many points which are by no 
means clear even to themselves, rather than to any disinclina- 
tion to enlighten the public. 

Table I., prepared from the reports of the Engineer of the 
State of New York, shows the variations of charges made, and 
the cost per ton per mile, upon seven of the railroads of this 
State, during the last ten years, as well as the varying ratio of 
the cost of operating to the total expenses, It exhibits not 
only that the cost has been four times as great on some roads 
as upon others, but also that it has Cape! v 
from time to time upon the same road; so that, for instance, 
had the average rates of charges prevailing in 1863 been main- 
tained until 1865, when the war had raised the cost of labor 
and materials, six out of the seven roads would have been ope- 
rated at a loss. 


In order to account, if possible, for the cause of the differ- 
ence of the cost per ton per mile upon these several roads, an 
analysis has been made of their expenses for the year ending 
on the 80th of September, 1872, We thus obtain, it is true, 
only averages resulting from =~ different operations tor 
each road, but we may be able to draw some inferences from 
them. ‘Table II. shows the cost of transporting freight for 
1872 on those roads, under seven general clementa of cost, 
reduced to four common standards (such as could be obtained 
from the reports), under the heads of cost per ton per mile 
cost per ne operated reduced to equivalent single track, cost 

er mile run by freight trains, and cost a ton transpor'ed, 

f, upon examination, there appears to ony uniformity in 
any one clement of cost, under any one head of the division 
it would be cousidered probable that this clement o wrated 
alike on the different roads, and that the particular head under 
which the coincidence occurred was probably the best com- 
mon measure of comparison, It will be found, however, that 
the resulting burden imposed by each upon the traffic differs 
widely upon the different roads. : , 

Tho division of the elements of cost, adopted in the classifi- 
cation, is as follows: 


1. That which is heie termed ‘ Roadway charges,” and 
which consists of the repairs and renewals of the earth works, 
masonry, ballast and wooden portions of the roadway—such 
as cross-ties, bridges, buildings, fences, ete. The repairs of 
eaith works, masonry, ballast and cross-ties have been obtained 
by distributing under this head one-third of the amounts 
charged to “ airs of roadbed, except cost of rails.” Taxca 
are also included in this account, and it may fairly be consid- 
ered as a fixed ratable charge, independent either of tho vol- 
ume or character ot the traffic, representing in a great meas- 
ure the wear an? deterioration from the action of the elements, 
and proving more or less of a burden, per ton per mile, in 
proportion to the business, ; 

2. The “General expenses,” comprising the expenses of 
general management and incidental contingencies. To be 
strictly accurate, this account should also include the cost of 
soliciting for and obtaining business; but as this cannot reud- 
ily be separated from the amounts reported for “ Agents and 
clerks "the whole of the “ Contingencies” account has been 
included as an offset. This varies somewhat in proportion to 
the volume of the trade obtained, as well as with the length of 
the road, but seems quite independent of the distance the 
traffic is to be carried, It may in most cases be considered as 
an arbitrary charge of so many cents per ton obtained. : 

3. “Station service,” comprising the items termed ‘‘ office 
expenses,” “agents and clerks,” “loading and unloading,” 
and “watchmen and switchmen,” in the official reports, and 
covering the cost of handling and billing the freight. This 
varies nearly in pores to the tonnage handled, but is 
quite independent of the djstance it may be carried over the 
road. It may be considered as a specific or arbitrary charge 
per ton, to be pro-rated over the number of miles the goods 
are conveyed, 

4. “Track repairs,” which includes the surfacing of the 
track and tle repairs and renewals of the rails, spikes and 
joint fasienings. This varies in some measure, but not in 
direct ratio with the tonnage transported and the speed at 
which it is carried. It is greatly affected by the character of 

uipment placed upon the road, as well as by the permanehee 
of its construction, aad its ullarities of climate and soil. Tn 
the absence of more accurate information on this subject, its 
best measure is probably the miles run by trains. 

5. ‘Car service,” embracing the lubrication, repairs and 
renewals of freight cars. This variis most nearly with the 
mileage made by the cars, but the time required to make a 
trip, unload the car and return it to the general service, be- 
comes an important component, and geriously increases the 
cost of local traffic. 





Pree 


Se ae ee 
“ - 








110 ‘ 





THE RAILROAD GAZETTE. 


[Mancxu 28, 1874 








TABLE |. 
AVERAGE FREIGHT CHARGES AND COST PER TON PER MILE ON RAILWAYS IN NEW YORK FOR TEN YEARS, AS STATED IN 
STATE ENGINEER'S REPORT. 
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8. ¥, Cernace| Ene, Micmoan Soura-|| nawton "& New | N#W Youu & Han- ||Renssetame & 842 sowy & OopENs- 
| ERN, | York. \| 1m, A788, BURGH, 
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| } Serres TE a ae |e See ae ae SS Ti 
} Per |i |. | Per ||| Per || ley Per |, | Per Per Per 
| Ote. Cts. cent. Ote, Cts. Cent. | Cte. Cents. Cent. Cents, Cents. Cent. | Cents, Cents. Cent. Cents, Cents, Cent, Cta,' Cts. Cent. 
1968.. | 9,88) 1.66, 62.79 || 2,09 0.96} 61.51 | 2.78) 1.40 | 62.43 | 1.97 | 0.55 | 42.89) 3.38 | 9.27 60.72 || 5.25 | 8.62 | 66,00 | | 2.92 2.14) 62.37 
1864. . || 2.72) 2.00. 9.98: 1.45) 66.27 | 3.29) 2,10 | 60.45 |! 1.29 | 0.55 | 41.56) 5.56 | 4.90 | 75.78 || 6.85 | 3.95 | 49.59 || 3,28) 2.67) 65.39 
1965 . |, 8.81| 2.62) 77.87 || 2.76 1.99, 10.69 | 9.29| 3.13 | 69, | 1.49 | 1.57 | 89.88 || 6.37 | 5.68 | 74.60 || 6.89 | 5°65 | 64.60 || 4.13| 4.16 69.17 
1866., | 2,92) 2,07, 76,49 || 2.43 1.66, 72.58 2.71 | 67.90 || 1.48 | 0.92 65.85 5,88 | 4.10 | 69.70 || 7.28 | 6.40 | 70,81 || 3.68) 3.43, 65.88 
1867. || 2,68| 1.89) 76.20 || 2:04! 1.47| 79.18 | 3.41| 2.87 | 77.98 || 1.50 | 0.88 | 56.02 || 7.28 | 4.87 | 66.60 || 6.90 | 6.27 | 72,90 || 9.74) 2.99, 55.72 
1868.” || 2.60! 1.64) 64.24 || 1.99 1.96| 77.61 | 3.46] 2.63 | 78.07 || 1.58 | 0.89 | 62.16 || 7.62 | 6.78 | 64.81 || .... | .... | ..+» |} 8,58) 9.24) 74,82 
1869. . |) 2.91| 1,30) 68,09 || 1,60, 1.17) 79,29 | 2.83; 1.68 | 68. 1.92 | 1.60 | 74.47 || 7.82 | 4.88 | 65.44 || 2.81 | 2.06 | 67.67 || 8.70) 2.84) 62.35 
1870 . |) 1,86) 1.15, 1,38! 0,98| 74.62 || 1.50} 1.04 | 62.98 || 1.42 | 0.76 | 58.34 || 6.67 | 4.45 | 62.21 || 3.95 | 2.65 | 60.63 || 8,75) 2.92, 64.12 
1871... || 1,66) 1,01) 61,80 || 1,49) 1,01) 74,96 || 1,46} 0.97 | 66,70 || 1.61 | 1.24 | 75.83 | 6.01 | 4.92 | 60.64 |) 3.74 | 2.98 | 72,02 | 9.82/8.19 68.19 
1872. |) 1,601 1,04) 64,29 "| 1.88) 1,06) 68,56 |) 1,34! 0.96_! 69.99 | 1.42 | 0.71 | 64.68 || 6.14! 4.94 | 60.19 8.27 | 2.81 | 65,46 || 2.93) 2.64 75.49 
1o <aeeaaaena tenia iach wane Ack TABLE il. 
ANALYSIS OF THE COST OF TRANSPORTING FREIGHT ON VARIOUS RAILROADS FOR THE YEAR ENDING SEPTEMBER 30, 1872. 
Ks Lake Shore & | Syracuse, ‘ ‘ 1 Rome, Water- 
Ri Bele. | Binghamton & | gs A Tae F town & Og- 
Southern. | New York. | . 4 densburg. 
Total froight earnings ...| $17,266,168 20 | $14,737,251 60 | $12,030,400 00 $556,001 08 | $1,560,976 80 | $1,013,868 09 | $702,769 67 
Total freight expenses... . Sioeas oer 14 | $9,850,207 80 | $8,997,736 78 | $265,172 64 | $764,844 10*| $679,298 07 | $592,805 56 
Total miles operated..... . 1,200,5 1,198, 81, 168,77 181, 222, 
Average through ied riya 791,927 740,278 464,689 | 125,405 162,717 101,134 
Average distance . 1 _-1970,86} 208.10 70.57 | 65.73| = 62.88!) => 66,78 
COST PER TON PER MILE, 
Cents, | ‘Cents, | Cents Cents, Cents. | Cents. ~~ Gents 
Boadway ....0.seseres 0.107 0.099 0.113 ~ 0472|  ~—=s0, 614 S ghstin 0.39 | 0,408 
General sonar 023 0,039 0,028 0,008 0.126 | 0.109 | 0.125 
Station service........ | 0,136 0,187 | 0.158 0,062 0.624 0.820 0.365 
Track repairs... 2.55 0,281 | 0,191 0,204 0,190 0.687 | 0,636 | 0,576 
Oar service........ ... Be] 0,137 | 0.145 0,130 | 0.058 0,971 | 0.158 | 0.364 
Train service... ....... 0,897 | 368 0,308 | 0,208 1,180 0.785 | 0.768 
INSUFANCE «4.4.4.6 6000006 0,012 | 0.028 0,011 | 0,011 0,088 | 0,015 | 0,035 
“at wee 1.043 1,097 0.947 | 0,706 | 8.6354) 2,306 | 2.641 
Total ton miles..........!  1,090,008,685 | 960,708,002 | _ 886,863,169 | 97,699,618 | —_—21,089,166 | 29,451,790 | 22,461,836 
COST PER MILE OPERATED. 
RORdWAY....se0c eee ceee es $831 20 $786 65 | ——S*«&G DGB $802 21 | ~ $765 23 | =—ts«G AB l «$412 68 
General expense......... 182 08 306 43 206 21 89 40 157 42 | 176 64 126 33 
Station service.......... 1,060 33 1,477 78 1,170 53 286 42 | 778 87 | 520 17 369 12 
Track ‘rs. ey 1,802 15 1,516 67 | 1,608 54 881 79 | 856 01 | 1,0 4 22 582 35 
Car seovies... 1,062 97 1,143 51 064 94 71 10 | 462 256 50 367 77 
Train service. 8,093 00 2,798 19 2,241 76 948 07 1,470 87 1,196 29 117 29 
Insurance, ., 05 94 188 40 | 81 89 49 74 | 40 91 23 89 35 26 
Totals.....+ssseeee $8,127 72 $0,212 68 | $7,000 80 | «$9,273 74 | —=« $4,591 88 | «$9,752 G4 | $2,070 70 
COST PER MILE RUN BY FREIGHT TRAINS. 
Roadway. ..ccessesasecees $0 18.77 | ~ $0 10.50 ~ $0 14.83 | ~ $0 21.57 ~ $0 82.45 | $0 20.67; = $0 26 73 
General expense......... _ 008 O1 | 0 04 08 | 0 03 66 0 01.06 | 0 06.68 0 06.70 0 08.18 
Station service. : 0 17.56 0 19.71 0 20.77 @ 07.70 0 38.02 0 19.73 | 0 23.91 
Track repairs caste sae? 0 29.85 0 20.22 0 26 76 0 23.72 0 36.30 0 39.23 | 0 37.73 
Car se: Tihs auchnaen 0 17.60 0 15.25 0 17.12 | 0 07.29 0 19.63 0 09.73 | 0 23.83 
Train service ........... 0 51.22 | 0 37.31 0 99.78 | 0 25.36 0 62.37 | 0 45.38 | 0 60.36 
Insurance ........ Satins 0 01.59 | 0 02.44 0 01.45 | 0 01.34 0 01.74 | 0 00.91 | 0 02.29 
TOU... sees $1 94.60 | $1 09.51 $124.37| $0 88.04 $19218| $1 42.35 | 1 73 03 
‘Total freight train miles. 7,011,267 | 9,004,061 | = 6,752,201 | 801 200 397,985 | 477,157 | 942,664 
COST PER TON TRANSPORTED. 
Roadway cccccccsccooses]) $9 04.78, $016.97, $029.71; ~ $0 12.18 $0 94.91 | $0 17.70 | $0 27 93 
General e eeoree 0 05.43 0 06.61 0 05 85 | 0 00.60 0 07 04 0 05.74 | 0 08.34 
Station service.......... 0 31.62 0 31.88 0 33.20 | 0 04 35 0 34 80 0 16.94 | 0 24.36 
Track service..........++ 0 53.74 0 32.72 0 42.79 | 0 13.39 0 38.27 0 33.60 | 0 38.42 
Car service....... i 0 31.69 0 24 67 0 27.37 | 0 04.12 0 20.69 0 08.34 | 0 24 27 
Train service.... ....... 0 92.23 0 60.37 0 63.59 | 0 14.32 0 65 75 0 38 87 | 0 51.29 
INBUPANCE, ......6 6s se eee 0 02.86 0 03.96 0 02.32 | 0 00.76 0 01.83 0 00.77 | 0 02.33 
Tota $2 42.95 | $1 77.18 $1988 | (049.72) $2 02.50% $121.96 | $1 76.24 
Total tons carried.. .... 4,900,065 | 5,564,974 | 229,434 | 838,355 877,537 (556,931 "836,440 
$ hen: coca bes 5 ww oe hl “iio. } on Harlem for city transportation by horses...... oes 0.708} making total.. pene yond 
t Ton miles di by miles of road reduced to equivalent single track. 
| Additional cost per ton transported on Harlem, for city transportation by horses...... $0 39.46 ..... making total ..... $2 42.04. 








6. ‘Train service” may be said almost to alone represent 
the transportation proper. It consists of the wages of the 
‘‘conductors and trainmen,” ‘“‘enginemen and firemen,” 
“fuel,” lubrication, water service and the repairs and renewals 
of the locomotives. This alone varies both with the tonnage 
and the distance it is carried, and alone can correctly be com- 
pared for different roads by reduction to tons transported one 
mile, Its cost upon each is affected by the character of the 
gradients and curves, which limit the maximum train which 
can be taken over the line, the proportion of empty cars 
which must be hauled in consequence of the preponderance 
of tonnage in one direction, the cost of wages and fuel, and 
in the case of new roads, by the impossibility of securing full 
loads at all times for the trains which it is desirable to run’ 


"which mainly consists of the loss and 
s, and which is dependent upon the value or 
of the articles carried. 






Ha ted the expenses according to these 
seven its, and coustracted the comparative ta- 
bles, we are en to take up each division in detail, and b 
comparing the sheniting charge per ton per mile as deducte 
from. expendi , Whether it be referred to the 
8 of cost per mile operated, or per mile run by freight 


trains, or ton transported, to enquire in what manner, and 
to what otong each element forme a charge upon the 
general traffic, and h to swell the cost of the whole. This 
analysis can only be wed by a close and frequent inspec- 
tion of the table, and although, no doubt, irksome tc the gen- 
eral is yet necessary to an understanding of the very 


e plex relations w the expenses bear to each other. 

An examination of the tes us constructed at once dis- 
closes differences in cost w’ no pessible theary as to rela- 
tive economy agement can account for. It 


t or efficiency of man 
is seen not that b moky paypee | expenditures upon differ- 
eat roads, w! ref to cost per lineal mile or per mile 


yer Enns pa an Par ni bat ee tet hoa 
* ec er 
0 that (raffle makes a very great difference in the cost of 


aig t, w 

Thus, the atertown & Ogdensburg Railroad, which 
has spent but 70 mile opera ii its freight 
b Be cook oh BGal table pee’ Wn her 






usiness, shows & n mile, while 
the Erie Railway, which has expended | $8,212. ps mile, or 
over times as much, shows but a cost of 1.087 cents per 
or less than asmuch. The Rensselaer & 


ton on 

Baraloga , Which has run ils trains for $1.42 per mile, 
tiefoa eatet on tee ts bres wees oe 
mile, finds the cost but 1.043 cents per ton par walle ‘ictal 








These differences illustrate the influence on cost of the total 
volume of business done, It is seen at once that some elements 
of cost are in the nature of fixed charges, and neither mate- 
rially increase nor diminish, whether a large or a small busi- 
ness be done. That others again are specific or arbitrary 
charges, which are nearly constant, whether the traffic is to 
be conveyed a long or a short distance; and again, others in- 
crease with the business, but not in direct ratio to 1t; while of 
those which increase in strict Ne pe per ton per mile, the 
cost is poceelsy not over one-third of the whole, One effect of 
this is to burden those roads which do a small business witha 
much higher cost than those which have developed a large 
traffic, There are certain expenses which must be incurred to 
keep the road running, and t | prove less or more onerous, 
as the tonnage is large or small. 

More important still as affecting the cost is the character of 
the traffic. The road making the best showing in the table is 
the Syracuse, Binghamton & New York. The cost for 1872 
was but 0.704 cents per ton per mile, and by reference to Ta- 
ble I. it will be seen thatit transported freight for two years ata 
cost of 0,55 cents per ton per mile. Yet this road has expended 
this year but $3,273.74 per mile of road, while the New York & 
Harlem Railroad, which has expended but $4,531.88 per mile, 
exhibits a cost five times as great, or 3.635 cents per ton per 
mile. The New York Central, on the other hand, has expend- 
ed $8,127.72 per mile operated, and its cost is 1.048 cents per ton 
ee mile. So that we see that it is not alone the doing of a large 

usiness which cheapens the cost, by distributing the fixed 
charges over a greater number of tons, but also the character 
of that business which may require more or less looking after 
or incidental expense, 

Comparing more in detail the Syracuse, Binghamton & New 
York Railroad, and the New York & Harlem Railroad, which 
exhibit the two extremes in cost per ton per mile, we note that 
certain of their expenses per mile operated are substantially 
the same. The roadway charges, the track repairs, and the 
insurance Lege agree. The segregate $1,731.74 per 
mile, in the case of the former road, and $1,662.15 per mile in 
the case of the latter; yet they impose exceedingly unlike 
burdens per ton per mile. It is in the other elements that the 

eat saving Occurs on the Syracuse, Binghamton & New York 

road, The general expenses are only one-quarter as much 
per mile operated, and less than one-fifteenth as much per ton 
er mile as on the Harlem Railroad. The station service is 
ess than one-half as much per mile, and imposes a burden 
only one-tenth as great. The car service and train service are 
only about one-half as much per mile, and become a charge of 
only about one-sixth as much pee ton mile, so that thoge 
expenditures which are specifically the same on these two 
roads, not only differ greatly in the result per ton per mile, 


but those expenses which are variable are much greater in the 
one cage than in the other. The explanation is, not only that 
the one has a larger and the other a smaller relative c, but 
that the former road does a h and the latter a loca) busi- 
ness; and that the first mainly tran 
merchandise. It will be well, therefore, to examine each ele- 
ment of the cost yet and to enquire how and to what 
extent it burdens the traffic. 

First, as to the “roadway charges,” we notice a remarkable 
uniformity per mile of road o' rated, in the first five of the 
seven roads in the table. They have each expended about 
$800 a lineal mile in replacing perishable material and main- 
taining their works, and yet this cost has charged their traffic 
from one-tenth to six-tenths of a cent per ton per mile in pro- 
portion to the greater or less volume of business done. On 
the two last roads, which have expended less than the others 
(perhaps because it was not neces that they should fully 
make the wear good for that year), the burden per ton per 
mile is, nevertheless, about three times as great as upon the 
road which has expended the most. Although part of the 
wear of wooden structures is due to the action of the trains, 
yet the greater part of it is caused by exposure to the weather. 
As this proceeds slowly, it is not neces to renew an equal 
portion every year, and the amount expended will vary on each 
-oad in different years ; but it will be noticed from Table I., 
that the yearly cost per ton per mile varies most widely upon 
the roads with the lightest business, probably in consequence 
of periodical renewals. 

t may here be stated that since making up Table II., the 
writer has had reason to believe that the proportion adopted 
f one-third of “‘repairs of roadbed” for the roadway charges 
is somewhat in excess of the truth, and thata sum of about 
$600 or $700 a year a mile would probably cover the general 
cost of this element; but whether $600 or $800 per mile of road 
the amount is a fixed charge, in no way affected by the volume 
of business, but oe prom | it more or less, accordingly as it is 
large or small, and therefore very onerous to new roads with 
light traffic. ‘These may ay 8 evade the charge for a time, 
while everything is new, but the wear and deterioration is 
constantly going on, and sure some day to call for fresh ex- 
penditures, either from current earnings or from capital. 

The burden imposed by ‘‘ general expenses” is partly fixed 
und partly arbitrary. That is, there are some expenses which 
poet necessarily be incurred in managing the line, and some 
which increase with the basiness, but not in proportion to it. 
As we should expect, therefore, the table exhibits great varia- 
tions per ton per mile, while there is some correspondence in 
the columns in which it is given per mile eet and per ton 
transported. It is seen also to be affected by the character 
of the traffic, in the case of the Syracuse, Binghamton & New 
York Railroad, whose business evidently requires very little so- 
iiciting or managing expense. Although its percentage to 
the other operating expenses is small, it may form, in the case 
of the long thin lines recently built in the West an important 
element of the cost of the fight traffic which they may expect 
for some time. 

The ‘ station service” imposes a charge which is much the 
same, whether the article goes a short or a long distance over 

he road. For four out of the seven roads it is seen to 

amount to about thirty-two cents per ton transported, irre- 
spective of distance ; and a table will hereafter be given to 
iustrate how this charge alone may cause the cost to vary 
from four cents a ton a mile to about half a cent a ton a mile. 
{n fact it is clear that the cost is the tame for loading and un- 
loading, checking and billing the freight, whether it is trans- 
patel over the road 10 miles or 1,000. 

We notice, however, some anomalies in the table. Thus 
station service on the Syracuse, Binghamton & New York Rail- 
road is but four cents a ton transported, while on the New 
York & Harlem Railroad it is 35 cents aton. This is ex- 
plained by the fact that while the cost per ton per mile, and 
per ton transported, is made up from the total number ot tons 
carried, yet a eee in some Cases a very considerable part, is 
veceived or delivered loaded on the cars, either in the inter- 
change of business with other roads or as being of those 
classes of goods which are loaded and unloaded by their own- 
ers. Turning, therefore, to the report of the Syracuse, Bing- 
hamton & New York Railroad, we see that it carried 598,965 
ions, of which 28,126 tons were reported as “of the products 
of the forest,” presumably lumber, and 442,764 tons of “other 
utticles,” a mostly coal, This leaves but 62,465 
tons to be handled, while the amount charged to “loading and 
unloading” amounts to $14,362.19, or 23.4 cents per ton of mis- 
vellaneous freight. On the Harlem Railroad, on the other 
aand, there are but 170,779 tons reported as of “‘ products of 
the forest” and ‘‘other articles” out of 377,537 tons transported 
so that it is presumed there were 206,758 tons to be handled, at 
a cost of ,817.55 for “loading and pnloading.” or 20.2 cents 
per ton, A similar calculation for the Erie Railway gives a 
cost of 25.8 cents per ton handled; so that the road which 
actually did its work the cheapest finds this expense the 
greater burden, in consequence of the peculiarities of its traf- 
fic, 

We come here upon an important cause of difference of 
cost of transportution between different lines. It is found 
not only that the cost of loading and unloading, checking and 
billing goods is independent of the number of continuous 
miles ‘which they are transported over the line, but also that 
this arbitrary charge varies greatly upon different roads, 
im consequence of the nature of their business, and the 
proportion of it which requires handling. This may go far to 
explain the general Prosperity of the coal roads, which, while 
they have been enabled to obtain very nearly the same rates as 
other lines, have been put to far less expense in the handling 
of their tonnage and management of their business. 

While, therefore, the character of the traffic on each road 
compels a certain expense for station service, the length to 
which it is to be hauled governs the resulting cost per ton 
per mile. To illustrate the manner in which this element 
alone varies the cost of the traffic, the following theoretical 
table has been constructed on the basis of the cust for 1872, on 
the New York Central, and the supposition that while the cost 
of station service remains the same per ton, all the other ex- 
penses vary in preportion to the train miles: 


TABLE 
Showing the effect of arbitrary charges for station expenses upon the 
average train of 130 tons. The station expenses being assumed at 
31.62 cents per ton handled, and all the remaining expenses at $1.1704 
per mile run by train: 
130 0.3162-4-$1,1704x 10 
































10 miles cost -= 4,062 cts. per ton per mile. 
x10 
130 x 0.31624 $ .1704 20 
20 « “ 9.481 “ 
130 x 20 
130 < 0,3162-+$1.1704 x 50 
50 “ 0 ee a — ] 633 “ 
130 x 50 
130 x 0.3162 + $1.1704 x 100 
a ——— =1.216 " - 
130 x 100 
130 X 0,.3162-}- $1,1704 x 200 
a —— 1,058 - 
130 x 200 
130 X 0.3162-4-$1.1704 x 232 
Me £t.43,,.% =1,037 pe y 
130 x 232 
130 X 0.3162 + $1.1704 x 500 
BOD, 25,559 =0,963 “ " 
130 X 500 
130 X 0.31624 $1.1704 x 1,000 
1,000 « « =0,932 a 
130 X 1,000 
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The above, however, is for the average train of 130 tons, 
which is thus small in consequence of the short runs conse- 
qu nt upon local business, If beyond 200 miles, therefore, we 
assume that the trains consist of 24 loaded cars, or 240 tons, 
the cost becomes : 


240 X 0.3162-4-$1,1704 x 200 








200 miles cost =0.645 cts. per ton per mile. 
240 < 200 
240 x 0.3162 + $1.1704 x 500 
500“ ‘ ~ —0.551 “ “ 
240 Xx 500 
240 x 0.31624 $1.1704 x 1,000 
1,000 66 18 a rn a me == 0,519 “ “ 
° 240 1,000 


If, however, upon arrival at their destination, there is not 
enough return tonnage to load more than 10 of these cars, and 
the remaining 14 must be hauled back empty, the cost of the 
return tonnage is as follows : 


100 x 0.3162-4-$1.1704 x 200 








200 miles cost- ———-—— —~— =1,328 cta, per ton per mile. 
100 x 200 
100 X 0.31624 $1.1704 < 500 
50 “ ee ? 
100 x 500 
100 x 0.3162-4-$1.1704< 1,000 
1,000 “ ee Se atalino “ “ 
100 1,000 


It has here been assumed that all the expenses, except sta- 
tion service, vary in proportion to the miles run by freight 
trains. This is in excess of the truth. We have seen that 
“roadway charges ” and “general expense” cannot 80 vary, 
being mainly controlled by other circumstances ; and if we now 
turn to the column of track repairs in the table, we find that 
it varies in cost from 20 to 39 cents per mile run by trains, and 
a further inspection shows considerable variations in cost be- 
tween the different roads, under all four of the standards 
adopted, and indicates that the cost does not vary in direct ra- 
tio to the business done. Thus, while the Syracuse, Bingham- 
ton & New York Railroad has expended $881.79 | er mile oper- 
ated for track repairs, the resulting charge is 0,19 of a cent a 
ton amile ; and the Rome, Watertown & Ogdensburgh, which 
has spent but $582.35 per mile operated, nevertheless finds the 
charge 0.57 of a cent a ton a mile. In general terms, the 
three roads of lightest traffic in the table find the cost of track 
repairs per ton per mile a burden about three times as great 
as the other lines. 

The wear upon the track is produced by three elements: 


a freight train a mile w the different roads for the year 
ending Soptomher O 1872. 
at while the Fe winftad engines have been pretty 
uniform, there are large ences in the cost of train hands, 
and especially in that of fuel, On the Central it is twice as 
great, and on the Rensselaer & Saratoga nearly three times as 
at asupon the Erie, in consequence of their r tive 
tances from the coal fields. The difference in cost of train- 
men is to be attributed to variations in wages, but more 
particularly to the arities of the road and traffic, which 
require a certain number of men to manage the trains or to 
assist in handling the local Seights at way stations, The same 
differences will be found to exist, though in a less degree, per- 
haps, over parts of the same road, e some portions 
are worked 9s branches and some as main line, and it would 
seem to follow that if strict regard to cost were had in adjust- 
ing the charges, they would have to be ‘different for similar 
uistances on the same road and its branches, in acco: ce 
with the character of the gradients, peculiarities of traffic, dis- 
tance from fuel supply, etc., etc. 
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*This item is so greatly in excess of every other as to clearly in- 
dicate a discrepancy in the method of keeping the accounts. 

In every case, moreover, it will be noticed that the train 
service amounts to but about one-third of the total expense 

er ton, per mile. Taken in connection with the car service, 
it is scarcely one-half of the whole, and the cost of these two 





first, the locomotive ; secend, the cars; and third, thei: con- 
tents. It is, moreover, affected by the speed, and the gra- 
dients and curves, It cannot, therefore, be expected to be in 
any constant relation with the contents of the cars, or the ton- 
nage of the road, except so far as this dictates the character of 
the trains which must be run, the proportion of empty cars 
which must be hauled to provide for the business, pe ¢ the full 
or partial loads for the cars, or for the locomotives, as a through 
or local traffic predominates. It is believed by the writer 
that a very large part of the wear and destruction of 
iron rails is due to the action of the locomotives. The 


“exigencies of the service having led to the modern practice of 


placing upon driving-wheels weights which approximate 
closely to the crushing point of iron, the locomotive alone, 
roba y, does more mischief to the rails than the rest of the 
rain. If this be true, it would follow that roads with a heavy 
traffic cannot afford to lay any rails but steel in their tracks, 
while it is probable that many lines now laid with iron, whose 
business is yet to be built up, cannot afford to run the heavy 
locomotives which most of them are provided with, and that 
they would save large future renewals by exchanging them for 
lighter engines. It will be noticed that track repairs alone 
amount to about 20 per cent. of the cost of transportin 
freight, so that the importance of selecting the very bes 
material for the track becomes at once oe It is chiefly 
from this, in connection with improved methods of car and 
train service, that future cheapening of transportation is to 
be expected. 
The unsatisfactory result of the analysis of “ track repairs” 
contained in the table may result from the fact, thatas renew- 
als of rails are made at periodical intervals, some of the roads 
may have expended more or less than just enough to make 
good the annual wear. In order, therefore, to obtain results 
of value, the comparison should be extended over a series of 
years, For the present, however, we may consider the analy- 
sis a8 indicating that the charge imposed by track repairs is 
not in direct ratio, either with the miles operated or with the 
train miles, nor yet with the tons transported one mile. It 
will also vary over different parts of the same road in conse- 
quence of curves, grades, variety of soil or character of traffic 
80 that itis not probable that it bas the value of a constant 
charge of cost per ton per mile, either upon different roads or 
even upon different parts of the same road. 
A comparison of the cost of “car service” per mile run by 
freight trains shows a range from 7 cents to 24 cents per mile 
run. This may partly be caused by the difference in gradients 
upon the road, or the character of their locomotives, thus lim- 
iting the maximum train which may be hauled. We sce, how- 
ever, that while the cost was 19.63 cents per train mile on the 
New York & Harlem Railroad, and this imposed a charge of 
0.37 of a cent a tona mile on the traffic on the New York Central 
where it was 17.60 cents per train mile, it imposed a charge of 
but 0.14 ofa cent per ton per mile. The table shows consider- 
ably lower cost on roads doing a through than on those wholly 
confined to a local traffic. this evidences the value of the 
component of time in this item of the cost ; a car frequently 
requiring as much time to go to a station 10 miles distant, to 
be unloaded, reloaded if possible and returned, as to carry the 
same load 300 miles; or that, as stated in the repoit of the 
Massachusetts Railroad Commissioners for 1872, ‘‘ wheels earn 
money only while they are in motion.” 
_ The cost of car service is also dependent upon the propor- 
tion of empty cars which the service requires to be hauled. I[t 
has been shown, while treating of station service, that if a 
return load can be obtained for only 10 cars out of 24 (a not 
unusual proportion on most of the roads tabulated), the cost 
iw ton per mile of their contents will be more than doubled. 
his again indicates the smaller cost of through as compared 
hae local business, it being far more easy to obtain a return 
oad promptly from a terminal than from a local station. In- 
deed, it is probable that were a stream of through traffic, say 
of one million tons a year, thrown upon the Harlem road, the 
cort per ton per mile on that line, which is now 3.63 cents, 
Ney at once be reduced to about one-half that amount, so 
4 it might cheapen its charges to all its patrons. 
4 t is to be regretted that the reports to the State Engineer 

°not give the mileage made by freight cars, as this would 
. rnish an excellent basis of comparison. It might, perhaps, 
: ~ obtained by multpying the train miles by the return giv- 
me average Won tof freight trains, were the latter cor- 
7 “6 bf “a they have been so evidently guessed at as to possess 

When we take up the “train service”—the trans tion 
proper—we expect to find at least some uniformity of cost be- 
pes ge the different roads, some regular element of expense, 
pes Some solid ground on which to base aclaim that their 
ion in shall be uniform. We refer to the table, and we find, 
cont on that the cost varies per ton » mile from 0.203 of a 
118 on the Syracuse, Binghamton ew York Railroad, to 

thai nt, 08 the ‘Harlem Railroad; or, if we examine it by 
train miles, that it costs from 25 cents to 62 cents to run a 
. n 4 mile. In order to account for this, the table below 
® been made up of the cost, in detail, of running 








| ts varies from 33 cents to 82 ey! pa train mile, the 
roads of the largest business varying from 53 cents to 69 cents; 
while the total cost of operating is from 88 cents to $1.92 per 
mile run by freight trains. Thus the Sranepectetion proper. 
which almost every one has in mind, when discussir.g railroa 
charges, costs but about one-half of the cost of the total ser- 
vice rendered to the piblic. The other expenses are in some 
degree fixed or arbitrary charges, or a | do not vary with the 
distance to which the goods are conveyed, and burden the bus- 
iness more or less in proportion to its volume or char- 
acter. 

As to the ‘insurance ” or losses incurred on goods in transit, 
it seems surprisingly small. It scarcely amounts to two per 
cent. of the whole expenses, or pe to about one-tenth of 
one per cent upon the value of the articles carried. Perhaps a 
py ee for other years would make a less favorable show- 
ing than that selected as the basis of the table. 

5ne important element has remained thus far entirely un- 
noticed, and nothing has been said about the interest upon 
the capital invested in the road and its equipment. This is as 
legitimate a charge upon the traffic as the cost of running the 
trains, and it must be covered by the — charged upon the 
various shipments. In apportioning these profits, it becomes 
necessary, not ryt to consider the varying cost of each par- 
ticular class of shipment, its volume, the expenses it occa- 
sions, the bulk or space it occupies in the cars, and the risk 
incurred from its perishable properties, but also to use sound 
judgment as to its comparitive value, and the amount of 
profit it will bear, so as to adjust the burden of transportation 
where it will be least felt. 

It 1s well understood by railroad managers, that the maxi- 
mum of aggregate rofit is = no means coincident with high 
charges. Every reduction of rates brings out for transporta- 
tion more and more of the bulky and cheap commodities, and 
permits their ~~ ee at a profit, This again cheapens the 
average cost of the whole by spreading the fixed charges, and 
those which do not increase with the traffic, over a greater 
number of tons; but as, in the meantime, the railroads must 

ay their operatin g expenses, and, if possible, interest on 
Pocir cost, and as the business is not capable of indefinite ex- 
tension, the adjustment of rates becomes a delicate operation, 
which requires careful experimenting in order to ascertain 
the rates which at any given time will yield a maximum of 

rofit. 
, The universal tendency of rates in this country has hither- 
to steadily been downward. They sometimes have had to be 
raised on particular articles, but it has so invariably been 
found that those lines proved most profitable which developed 
the largest a by orm J the rates so as to admit of 
the shipment of cheap articles, that it is deemed good policy 
to make the charges just as low as experiment proves to be 
prudent. The owners of new railroads, therefore, have gen- 
erally been content to wait some years Yor full returns upon 
their investments, in order to promote the developement of 
the country and of a ~~ tonnage. But ss acompensation they 
have collected more than the legal interest, whenever the 
growth of traffic has enabled them to obtain it. 

It thus appears from this imperfect analysis of the table, 
which, it must be remembered, merely contains the average 
result of the very numerous and dissimilar transactions car- 
ried on upon each road during the year, that railroads do very 
much more than merely to transport the traffic which is en- 
trusted to them. They furnish the road and rolling stock, 
and keep them in repair, and they | unload and insure the 

oods, in addition to carrying them. me of these expenses 
oes to be incurred whether a large or small busines is done ; 
many are independent of the distance which the article is 
transported, and others again are regulated by the character 
of the traffic. The cost varies with the season, with the 
character of the business, the value of the goods, and with 
the volume of tonnage which the year’s crop, or prices in dis- 
tant markets, brings forward for shipment, and it not unfre- 
quently happens that a railroad knowingiy transport a cro 
out of its tributary country at a loss, in order to furnish its 
patrons with the means of purchasing their annual supplies, 
and thus furnish profitable return tonnage for the line. 

It will be seen that there is no term of comparison more 
fallacious, to apply to individual cases or particular shipments, 
than the average cost per ton per mile. This cost not only 
varies between the different roads, but it also varies greatly on 
the same road, either for different distances, or for the same 
distance over different parts of the line and branches. It 
varies with the class of goods, which requires more or less 
handling, and it varies even on the same goods, between the 
same stations, if empty cars are required to be hauled in one 
direction or the other. The tra tion per, includin 
car service, is but about one-half of the whole expense, an 
even this varies with the cost of wages and of fuel. Rail- 
road managers, therefore, in fixing rates to be charged, must 
estimate and weigh, as well as they can, the average cost of a 
great many different operations contingencies, and make 

attempts before they can ascertain the exact rates which 
will give the most profitable volume of trade, and the best re- 
turns upon the invéstment. 








for although, doubtless, they should ‘be 
quently than they are, the cost is dependent upon so many 
varying elements, that a fair rate one year may be either in- 
sufficient or extortionate the next. 

Even the claim, much better founded, that a higher rate 
shall not be charged for an intermediate than for a through 
distance, may be unjust in practice; the extra handling rc- 
quired, the ishing of empty cars, or the time lost by dce 
murrage, may wake the cost greater for the short than for thd 
my ty stance. It should be stated, however, that it is believc- 
to good economy, as well as sound Policy not to make a 
higher charge from an intermediate from a terminal 
station, and that the most ample notice should be given of 
proposed changes in the tariff, which should be uniform in its 
app cation. e cost in the majority of cases is no ter, 
and the ill feeling which 1s sure to be engendered by the con- 
trary i more than offsets any res ing rofits. 

It follows, also, that until experience and discussion shall 
enable us to understand the subject better, the making of a 
freight tariff is, and must be to a great extent, a tentative and 
experimental process, which cannot as yet be governed by an 
fixed mathematical rules. When, therefore, a freight tari 
has been adopted upon a road, no matter upon what theory of 
the probable cost it has been based, it is straightway found 
necessary to modify it, either in part or by giving special rates, 
in order to contorm with the particular circumstances of the 
case, As various communities prosper or retrograde, as cer- 
tain articles increase or diminish in supply or in demand, 
changes have to be made in the rates in win to adjust them 
to the new relative importance or cost of the business. 

To one unacquainted with the subject, these changes in the 
tariff seem, and some in factare. arbitrary and unjust. It is 
perhaps from this very process of adjusting rates to cover a 
variable cost, which it must, be admit has not always been 
wisely or honestly done, that the great dissatisfaction at 
nea existing with the railroads in she West originated a 

issatisfaction which has led to legislatiion likely to be as ten- 
tative and experimental as the tariffs which it seeks to con- 
trol. In spite of this ogaetion, the result of this analysis of 
the cost upon the New York roads renders it not improbable 
that the tendency will be in the future towards even greater 
diversity in charges than pow exists upon roads in different 

arts of the West. Some of them are not now earning enough 
meet their operating expenses, to say nothing of future re- 
newals or returns upon the investment, and if they are ever to 
become profitable, they will be led to raise their freight rates 
if they can. ‘This, however, does not wholly “an on the 
will of the managers. It is regulated by competition, and by 
the charges which the goods to be moved can afford to pay; so 
that the result of advancing the rates, upon many roads which 
have been built, would be to drive away or destroy the small 
amount of business which they now enjoy. 

A country is enabled to sustain a railroad pretty much: in 
the ratio of the tonnage of its annual exportable products, und 
this determines, therefore, the distance apart at which it is 
most profitable to build them. This, in an agricultural sec- 
tion, varies with the crops which experiment shows it most 
profitable to raise. Thus in the cotton States, a single rail- 
way car carries off the product of 44 acres, assuming an aver- 
age of half a bale per acre, and the roads are built about 60 
miles apart. In Illinois, the peony of the lakes makes it 
profitable to ship corn, which only requires the product of 7% 
acres, at 50 bushels to the acre, to load a car, and the roads 
have been about 20 miles apart. In a region growing wheat, 
a car would carry off the annual product cf 22 acres at 15 
bushels to the acre, while in a pastoral country, it would re- 

uire the product of 40 acres in cattle, or of 50 acres in hogs to 

nish a single car load. As pepulation proceeds westward 
therefore, and engages in the raising of those products of 
greater concentrated value, in proportion to their bulk, which 
alone will bear the cost of transportation to a distant market, 
it must expect in the long run to submit to higher rates of 
rail transportation in the proportion of the diminished ton- 
nage it will be enabled to furnish. 

6 same effect is produced by the building of more roads 
than are required to do the business of a portion of the coun- 
try, under the mistaken belief that competition cheapens rates 
under all circumstances, The new roads, if in excess of the 
demand, while unprofitable themselves, will raise the cost upon 
the older lines, by diminishing their tonnage, and the conse- 

uent base upon whieh their fixed charges are to be appor- 
tioned. It is quite possible, therefore, that the recent exten- 
sive building of new roads in the west, while greatly adding 
to the convenience of the public, and cheapening transporta- 
tion from the farm to the nearest railroad station, may yet re- 
sult in an increase of freight charges, whenever the class of 
goods to be conveyed will bear any additional burden. 

It is, perhaps, the indistinct Peary page of these facts which 
led to the system of granting subsidies, either in lands, muni- 
cipal bonds or money, under which #0 many new roads have 
recently been constructed, This system has probably now 

assed the period of its usefulness, having induced the build- 
oe of almost all roads really needed by the country, as well as 
a good many besides, which will not be profitable for man 

ears, and which the owners are now very sorry to have built. 
its true theory seems to be that the subsidy should form a 
fund to defra: the interest upon the capital investe lin the 
road during the years necessary for the development of its 
traffic, without interfering with the growth of the country, by 
imposing high rates of transportation. It is greatly to be re- 
gretted that it has been perverted in some cases either by ap- 

lying the subsidies towards the construction of the road, or 
by viding them among the managers instead of setting 
them agest as a reserve fund to tide over the first eight or ten 
years of unprofitable business. : 

It would ead us much too farhere to discuss even the ar- 
proximate cost of any particular class of shipments or the fair 
rate which should be charged for it. is may roughly be 
done by the general metbod here adopted while discussing the 
station service of considering the cost of handling, billing and 
checking the freight as an arbitrary charge per ton irre- 
spective of distance carried, varying with the character of the 

oods; and apportioning the other —— in proportion to 
fhe miles run by freight trains, restoring, however, to each 
element its true value for the particular case in hand, This 
can only be done by taking up in great detail the ac-ounts of 
a single road upon which the particular shipment is to occur, 
and the result will chiefly be valuable for that road and not 
for others; for even after the cost is ascertained upon an as- 
sumed volume of business, it becomes a matter of judgment 
as to how much profit shall be charged in order to secure the 
maximum of revenue. All previous calculations may thus be 
modified by the resulting and —— different volume of 
traffic, co nent upon the introduction of the element of 
profit; while the subject more, properly belongs to discussion 
upon the relations of the railroads to the public. 

The object of the remarks which led to the writing of the 

resent paper, was to show how and why the cost and charges 
Riffered upon various roads. That purpose will be accom- 
plished, if what has been said, tends to promote such investi- 
gation and discussion by others as to lead to a better under- 
standing of the subject, and to the further investigation of the 

rinciples which govern the cost of railroad traffic.— Transac- 
Kone of the American Society of Civil Engineers, 
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Contributions.—Swhacribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us early information of events which lake place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 
completion of contracts for new works or important improve- 
ments of old ones, experiments in the construction of roads 
and machinery and wm their management, particulars as to 
the business of railroads, and suggestions as to ils improve- 
ment. Discussions of subjects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired, Offers will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of which will 
be published. 


Adverti t We wish it dislinolly understood thal we 
will entertain no proposiion to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS, We give 
in our editorial columns our own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers, Those who 
wish lo recommend their inventions, machinery, supplies, 
financial schemes, ete., to our readers can do so fully in our 
advertising columns, but it is useless to ask us lo recommend 
‘hem editorially, either for money or in consideration of adver- 
lising patronage. 











THE BROTHERHOOD OF LOCOMOTIVE ENGINEERS. 


A few weeks ago, while looking through the shops of 
one of the principal railroads of the country, the writer 
met an old friend with whom years ago he had worked, 
side by side, in the same shop and at the same bench, each 
of us wielding a hammer and chisel, or handling a straight- 
edge and file. He was then a “journeyman” and an 
earnest advocate of ‘‘ the rights of the laboring man.” The 
writer-‘was an apprentice learning his trade, and at the 
same time acquiring such information regarding social 
science as could be gained from the discussions of those 
about him, a limited range of reading, and, what was per- 
haps a much better teaching than either, his own daily ex- 
perience among working men. Referring to the old times 
and the changes which had come to both of us, our friend 
changed his cursory remarks into the point-blank ques- 
tion: ‘* Why is it that none of you editors stand up for the 
rights of the working man?” Continuing he said: ‘‘ Here 
we are, and these big corporations cut down our wages 
and we are helpless. Vanderbilt or Tom Scvtt or John 
Garrett decides that after a certain date no more than a 
certain rate of wages shall be paid, and we are powerless to 
resist their decision. People say we can quit if we choose; 
but we can’t: we have families, and our pay is so low that 
we cannot accumulate enough to justify us in taking any 
risk of being thrown out of employment, and we are 
compelled to take whatever they are willing to pay, and 
practically we are completely in their power. They grow 
enormously rich, while it is almost impossible for us to 
make both ends-meet.” 

We are compelled to admit that there was much truth in 
what our old friend said, and we recommend any one who 
is inclined to study the labor question not to confine his 
investigations to the laws of supply and demand, but to go 
among laboring men themselves; and, if he has never tried 
it, spend a few weeks in actual manual labor himself, be- 
ginning at 7 o'clock in the morning and working until 6 
p. m., with an occasional night or two of overtime. We 
believe such experience would help to make some things 
clear which are now regarded as of no importance. 

But to return to our friend. We tried to make it clear to 
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him that, so far as the Raruzoap GazEeTTE was concerned, 
it had ‘‘stood up for the rights of the laboring man,” at 
least to the extent and in the way that it understood those 
rights, but that, its editors being perhaps quite as, or, may 
be, a little more human than most, it was possible that 
they may have not seen clearly, and that therefore the col- 
umns of the paper were always open to any fair and intel- 
ligent discussion from laboring men, and that we would 
be glad to hear from him on the subject. 


The writer then tried to impress upon him that, while 
he fully realized many of the evils of which he spoke, yet 
the whole subject was surrounded with very great difficul- 
ties, and chief among them was the want of self-control 
and wisdom among the working-men themselves. 
That very great injustice is often done by ‘‘cap- 
italists” to the laboring classes is undoubtedly true; 
but to state the existence of an evil or wrong does not 
cure it, although often an important step towards a cure. 
The people of New York City, for example, knew for years 
that Tweed and his fellow thieves were stealing as no high- 
way robbers ever stole before ; but it was only when the 
ablest men in the city combined and labored for months 
that they were able to overthrow him and undermine his 
power. Now suppose we admit that laboring men are 
underpaid ; it then becomes a practical question, How can 
they have their rate of compensation raised? Now it 
becomes every human being, before determining upon any 
course of action, to consult the experience of others who 
have occupied similar relations and have aimed to accom- 
plish the same ends. Human nature and the laws which 
govern society and life work very much alike the world 
over, and if an experiment has been made—and especially 
if it has been repeated often in another country—it is 
certainly the part of wisdom t» study such experiments, 
and learn the results, and if possible trace out the causes 
which led to them. Fortunately for the workingmen of 
this country, their brethren in Europe have been experi- 
menting for the past fifty years or more in exactly the 
same field which is just beginning to open fairly 
in this country. The labor question, in England 
especially, has attracted of late years as much 
attention as any other, and has enlisted some 
of the ablest men in that country on _ both 
sides. ‘Trades unions have been organized and have ac 
quired a strength there which they do not even approx- 
imate in this country, and the strikes and ‘ lock-outs” in 
that country, their formidable and disastrous character, 
will in future form part of the history of that country. 
The result of this experience has been, and may be gen- 
erally stated by saying, that as trades unions become more 
powerful in numbers, means and intelligence, strikes be- 
come less and less frequent. The history of a trades union 
is usually this: After its first organization, it struggles and 
is weak; then as it increases in numbers and begins to fvel 
strong, some thoughtless members precipitate a strike, 
which, like nearly all war, at once becomes popular and is 
joined by all the members, merely to show their strength. 
The result is almost invariably a disastrous failure, and 
the breaking up of the union, which in time is reorganized, 
and possibly the same experience is repeated. Now in 
England this has been repeated over and over again. Af- 
ter every failure of a strike, the unions have reorganized 
with increased strength and the succeeding strikes became 
more formidable and entailed greater loss and suffering 
than those which preceded it. This has been repeated so 
often that employers and men have learned the cost of 
such encounters and have thus in time grown more cau- 
tious and less hasty in precipitating a contest. The men 
also learned another thing by experience, namely, that 
they were unable to hold out in a strike for the 
want of money. They therefore gradually learned to make 
provision for this source of weakness, and have strength- 
ened their hands by increasing their wealth ; so that now 
some of them hold large amounts of money in reserve, 
to be used when it may be required. It is, however, a fact 
that men seldom do a wise thing without at once seeing 
how another wise thing may be done to succeed it. This 
was the case with the trades unions, or rather there were 
two wise things which the associations found it would be 
best for them to do. In the first place they found that 
if they entered intoa strike with a well-filled treasury, 
this treasury would be speedily emptied, and that there- 
fore it was much better not to strike if ff could be avoided. 
The employers also saw that it was a much more serious 
matter to encounter a strike with an association with a 
large reserve fund, than if the men lived only from hand 
to mouth. Employers as well as men, therefore, were less 
inclined to begin a strike than they would have been be- 
fore. The practical result has been that each party is dis- 
posed to submit questions about which they differ to arbi- 
tration, and now the more powerful and richer trades 
unions seldom or never have strikes, and questions which 
arise between employers and men are speedily referred to 
arbitrators, to whose decisions both parties cheerfully sub- 
mit. 

Now it would certainly be wise for the working men in 
this country to examine into the experience of their brethren 





organized trades-unions is, that strikes are unwise and un- 
necessary. Now it is always much cheaper to learn wis- 
dom from the experiencé of others than to eliminate it in 
the same way ourselves. Supposing for example that the 
Brotherhood of Locomotive Engineers should determine, 
as seems not at all improbable, upon a general strike. It 
would probably be resisted by every railroad company on 
whose road the men struck in combination with every 
other. We do not mean to underestimate the strength or 
resources of the Brotherhood. It could doubtless sustain 
a strike which would be very disastrous and would entail 
very heavy losses on the railroad companies. But it must 
be remembered also that the railroad companies are not 
less powerful, and that just in proportion to the endurance 
of the one party would be the demands upon the resources 
of the other, and the strike would be almost certain to 
result in disastrous failure to the Brotherhood, from 
which it would require years to recover. 


We have called attention to this subject because we think 
it would be wise for the locomotive runners and other 
working-men to profit by the experience of their brethren 
in England, who have established quite clearly that the 
evils of which they have complained are more satisfactorily 
arranged by arbitration than by strikes, and because we 
believe that the late action of the Brotherhood has made 
the adoption of that system-more difficult than it would 
have been had a wiser been pursued. At the present time 
every railroad manager feels, on account of the secresy 
with which the late proceedings were conducted, appre- 
hensions of astrikc. Some of the papers which assume to 
represent the interests of the locomotive runners have 
lately assumed a very exulting and rather menacing tone, 
indicating at least their confidence in the success of what- 
ever measure the Brotherhood may undertake. Railroad 
managers can hardly be blamed, therefore, if they prepare 
for a storm while the calm lasts, especiallyas no complaint 
is made and they have no means of knowing what the de- 
mands of the Brotherhood will be. A correspondent of 
one of the papers referred to complains of asuperintendent 
because he gives the preference to non-members of the 
Brotherhood when he employs men. The reason of it is, 
we believe, that the organization referred to has 
recently surrounded its proceedings and its future 
action with such a cloak of mystery. That the Brother- 
hood has a perfect right to keep its proceedings secret, if 
it chooses, is of course true, but whether it is wise to do 
so is quite another question. We believe that the action 
at the late Convention, in sustaining one or more of their 
divisions in the violation of the express provisions of their 
constitution, was a very serious mistake, which will react 
with very damaging effect upon the organization, The pre- 
vailing enmity towards the late Grand Chief because ‘‘ he 
did not stand by the boys in their strike” is at least very 
unjust. If an association elects an executive officer, it is 
his duty to“execute the rules and regulations of that associa- 
tion, and, if possible, to enforce them, no matter how un- 
popular it may be to do so. Fidelity to one’s party may or 
may not be a virtue, according to the sentiments and ac- 
tion of the party. Fidelity to pledged faith, to justice and 
to truth is a much higher virtue than the mere allegiance 
to one’s own party and associates, regardless of what their 
action may be. It may be that the rules of the Brother- 
hood regarding strikes were not what they should be; 
if so, the way was open for their repeal, but not for their 
violation. The practical effect of the action at Cleveland 
is, that railroad officers and the public generally have lost 
confidence in the good faith of the Brotherhood, and we 
believe that to-day it would be very much more difficult to 
induce railroad companies to submit any misunderstand- 
ing between the officers and the men to arbitration than it 
would have, been before the Cleveland convention. The 
appeal of Mr. Arthur, the newly-clected Grand Chief En- 
gineer, in his address to the members, to ‘‘ cheerfully con- 
form to all rules of the Order,” is all very well ; but neither 
such appeals nor any amount of ‘‘ unwavering confidence” 
or pious talk will avail if at the same time the members 
violate their own rules, or -fail to call to account those 
who do. 


There is another charge from which the Association 
needs to clear its skirts. It is said that one of the divi- 
sions ‘‘retains as a member one who was guilty of mis- 
placing a switch, so as to throw a passenger train from 
the track.” Now there is no form of murder more infa- 
mous than that of attempting to throw a railroad train 
from the track. The innocent, who never knew of the 
murderer, are made to suffer to gratify his revenge. Such 
crimes mankind have agreed should be hunted from the 
face of the earth, and every man with a spark of humanity 
in his heart should join in the hunt. Now what shall be 
said of a body of men who retain their fellowsh.p with ® 
person who in intention was guilt~ of the crime charged 
to one of their members? Men \ ith the self-respect and 
the courage which all locomotive runners should and most 
of them we believe do possess, should banish such a crim- 
inal, not only from their association but from all recogni- 
tion by decent men. We have no intention of speaking 
lightly of the solemn language of the present Grand Chief, 
when he expresses ‘‘ unwavering confidence in God that 
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He will crown our efforts with success”; but the enquiry 
suggests itself nevertheless, whether either God or man is 
likely to feel confidence in them, if persons who attempt 
to commit wholesale murder ‘‘ receive moral aid and sup- 
port” from their organization. 

We have been induced to write this criticism because we 
can see that the Brotherhood now stands on dangerous 
ground. We believe it has been and can in future be made 
to be a means of usefulness to its own members and of in- 
suring greater security and safety to the public, and also 
secure to locomotive runners the power of protecting them- 
selves from the injustice and avarive of narrow-minded and 
rapacious railroad officers. It is because we want ‘‘to 
stand up for the rights of the workingman” that we have 
written as we have, but we do not believe that either work- 
ing or any other men ever have a right todo wrong. The 
very foundation of all government and of civilization, and, 
we may add, of the success of trades unions rests upon 
justice and good faith. There are laws of society as certain 
and as inexorable in their action as the mechanical laws 
which govern the working af locomotives, and the one can 
no more be disregarded by the Brotherhood, than the other 
by a locomotive builder, if either of them expects his 
machinery to work successfully. 





CONCRESS AND TRANSPORTATION. 





The discussions in Congress on the subject of regulating 
railroad transportation, which means, usually, the limita- 
tion of the charges for transportation on railroads, have, 
in the Senate, been limited to a few speeches on the 
authority of the Congress to ‘‘regulate” railroads, and a 
long discussion in the House dver the McCrary transporta- 
tion bill. The latter seeks to commit the regulation of 
the tariff on traffic which is performed in more than a 
single State to a Board of Commissioners, There have 
been recently a number of special sessions of the lower 
house for the discussion of this bill, and perhaps twenty 
speeches have been made, all but four or five in favor of 
the bill and of the principle of fixing rates by act of Con- 
gress. ‘These special sessions have usually had less than 
twenty members in attendance, and the speeches seem to 
have attracted scarcely any attention. Not a member, we 
believe, has claimed to have full information on the sub- 
ject, or to feel sure that substantial justice could be 
secured to the carrier and shipper by the act which he 
advocates. The convictions expressed are, generally, that 
transportation in this country costs in the aggregate an 
immense sum of money yearly, and on many of the coarser 
products, of the West especially, forms a very large pro- 
portion of their cost to the consumers; which are 
facts which cannot be gainsaid, and prove sufficiently the 
desirability of cheaper transportation, but have not the 
slightest bearing on its practicability. It would be an in- 
calculable advantage to the people of New York and vicin- 
ity if handsome and convenient houses could be had in 
situations accessible to business for about twenty-five dol- 
larsa month; but it is doubtful whether any one ever pre- 
sented that fact as a reason why rents ought to be made 
lower. Another conviction generally expressed is that the 
power to regulate commerce between the States granted to 
Congress by the Constitution includes authority to ‘‘regu- 
late” railroad transportation, and that the ‘‘regulation” of 
railroad transportation includes the fixing or the limiting 
of the rates charged for such transportation. We do not 
see why the constitutional provision must cover so many 
things; but if it does, itis not railroad business alone 
which is reached by it. If transportation is commerce, it 
certainly is not all of commerce. ‘Those who buy and sell 
are engaged in commerce quite as certainly as those who 
carry the materials bought and sold; and if under this 
constitutional provision Congress has the right to deter- 
mine the prices at which the work shall be done in the 
case of the latter, so it must have in the case of the former; 
and the profits of merehants on goods bought in one State 
and sold in another are subject to the decision of Congress 
at Washington. f 
But granting that Congress has the power to limit the 
charges of railroads and that it is desirable that such 
charges should be lower, surely something more is riceded 
to enable that body to exercise that regulating power 
wisely. Wedo not yet know even what are the abuses 
that need regulation; and when the members of Congress 
‘pproach this part of the subject, we find that while they 
Assert unhesitatingly that there are abuses, and grave ones, 
they scarcely ever state definitely where, what and how 
Sreat those abuses are. Generally they say that rates are 
far higher than they ought to be; but when they come to 
‘pecify almost the only basis given for this charge is that 
Some .ompanies have issued stock for which no money was 
Paid, \nd that the charges for carrying short distances are 
often vety much greater in proportion than those for carry- 
ing long distances, which latter does not prove that the 
co are unduly large, but only that some traffic pays a 
igher rate of profit than others. 
ae every statement of fact made in these speeches, 
ate “ay &law which woul? ‘ake the management of 
i n $3,000,000,000 of k perty from its owners and 
“Ne to people who hay, © interest in making it produc- 





tive, are of the vaguest nature, founded on assumptions, or 
wild statements of newspapers or stump speakers. There 
has been no careful statement of the basis of facts which 
show just what the charges for and profits on transporta- 
tion have been, and how far charges might be reduced by 
any given limitation of profits. There has not been a hint 
even of the principles which govern the cost of railroad 
transportation and the variable charge for it, for a single 
line or system or State, much less for the whole country, 
for which it is purposed to legislate. The latter, indeed, 
would be almost impossible, for the facts on which they 
must be based have never been collected, and are accessible 
neither to Congressmen nor others. In short, it is evident 
that, whatever may be the powers of Congress under the 
constitution, it is proposing to exercise them to the fullest 
extent while in a state of profound ignorance both as to the 
general principles of railroad transportation and as to spe- 
cial circumstances of American railroads, their charges, 
expenses, profits, and the foundation of the complaints 
made against them. 

Now, under these circumstances, what would seem the 
part of wisdom? Suppose Congress an individual whose 
attention has been called to a great business of which he 
is profoundly ignorant, and concerning which the means 
of information either do not exist or can be obtained only 
with the expenditure of much time and labor. Would it 
be wise in him to plunge boldly into the management of 
that business in spite of his ignorance? Should he not 
rather first take pains to inform himself accurately con- 
cerning that business before entering upon it or even 
‘‘maturing a plan” for its management ? 

This, it seems to us, is what Congress should do. Neither 
its members nor any other human being has now informa- 
tion enough to decide what is the proper management of 
the railroad system of the whole United States. If Con- 
gress must do something, and do it immediately, let it 
take a step toward this indispensable preliminary work to 
wise legislation, or to the knowledge of the necessity of 
any legislation. Let it provide for an investigation, not by 
a committee of members who do not know what to look 
for or where to look for it, but by a special commission of 
men who have a knowledge of transportation and will give 
their whole time to the investigation. Such a commission, 
properly authorized, might collect a body of statistics for 
the whole United States such as a few of the States have 
recently begun to obtain for themselves separately, and 
this and the other facts collected by such a commission 
would enable Congress and the people to understand the 
various circumstances which govern railroad transporta- 
tion and the cost and price thereof, the specific nature and 
the extent of the complaints made against carriers, the 
causes for such complaints and how far they are justifia- 
ble, the direction in which we must look for reductions in 
the cost as well as the price of transportation, and, doubt- 
less, suggestions at least for the legislation, national or 
State, which will be most likely to prevent abuses, and 
secure to the community and the railroad proprietors their 
just rights. 


The Master Mechanics and the Convention. 


We have recently received a letter from a gentleman 
who has traveled through the New England and the West- 
ern States on business which brought him into contact 
with the master mechanics of the railroads in those sec- 
tions. He writes that he ‘‘finds that the impression pre- 
vails among them generally, that the present pass system 
will prevent many of them from attending the annual 
convention this year.” In other words, master mechanics 
have heretofore traveled free when going to and from the 
convention, whereas this year, owing to the change which 
has been made in the system of granting or rather not 
granting passes, they will be obliged to pay their fare, 
which many of them do not feel able or disposed to do, 
As our readers know, we have opposed the pass system as 
it has existed heretofore, and believe the action of rail- 
roads in that direction is just and right. But we also 
think that it is not just that master mechanics should be 
expected to bear the expense of sustaining their Associa- 
tion, and also of attending its meeting, when the benefit 
to be derived therefrom is reaped by the railroad compa- 
nies themselves. The salaries of master mechanics are 
certainly not so liberal as to allow them to be very lavish 
in their expenditures> That their Association does a great 
deal of work which is very valuable to the companies 
which they represent, we think can easily be seen if any 
one will take the trouble to examine their reports 
or attend one of their sessions. It is extremely 
difficult to summarize these advantages so as to 
present them in a definite and calculable form, as many of 
them, we believe, are of such an indirect character as to 
be incapable of calculation. For example, during the ses- 
sion of the convention the members all have opportunities 
of social intercourse, and the discussions which are con- 
ducted informally between different members would, we 
believe, have more value if printed and published than 
those which appear in the annual report. Take several 
hundreds of intelligent men engaged in the same pursuit, 
nearly all to a greater or less extent isolated from the 





change of sentiments and a knowledge of each other's 
experience will be of benefit, and that much knowledge 
will thus be acquired which will realize itself, so to speak, 
in money value, when such knowledge is applied for the 
benefit of their emyloyers. 

The discussions and investigations of the Association 
also have the very excellent effect of awakening and direct- 
ing attention to the subjects under investigation. No 
man can listen to a discussion on such subjects as the puri- 
fication of water and the injurious effects of incrustation, 
the relative value of different kinds of fuel, the best form 
of safety-valves, boiler construction and explosions, valves 
and valve-gearing, oils and lubrication, etc., etc., without 
having his attention quickened and awakened so that when 
he goes home he will see and look for things which he 
never saw or thought of before. 

If the Master Mechanics’ and the Master Car-Builders’ 
associations had never done any other things excepting to 
adopt a standard for a system of screw threads, height of 
draw-bars, car-axles, and diameters for locomotive tires, 
they would, we believe, have justified railroad companies 
in paying all the expenses of holding the meetings, and of 
sending their officers to attend them. 

A great many unjust charges have been brought against 
the Association. which have not been deserved. That there 
are some things to find fault with is of course true; but 
what human institution is there in existence of which this 
is not true? If we refuse to attend the meetings of associ- 
ations of which this can be said, then all such bodies will 
have to be disbanded, all governments dissolved and 
churches dismembered. We will repeat the assertion which 
we have heretofore made, that there is no similar organi- 
zation in the country which does so much work in the 
same time as is done at the annual meeting of the master 
mechanics, 


It will therefore, we think, be to the interest of railroad 
companies not only to permit but to instruct the persons 
in charge of the machinery of their lines to attend the an- 
nual convention, and at the same time offer to pay any 
reasonable expense that may be incurred either for travel- 
ling or dues to the Association, Many master mechan- 
ics, we are satisfied, do not attend these meetings because 
they either know or think that their superior officers re- 
gard such meetings with disfavor. This is doubtless a 
mistake, which a word from the Superintendent or Presi- 
dent would set right, but in some cases doubtless there is 
ground for this opinion. There are probably some cases— 
we trust very rare ones--where superintendents work more 
to secure their Own interests and strengthen their own 
hands than they do for the good of the companies they 
represent. In some such cases it is whispered that it has 
been thought judicious to keep the master mechanic in 
the back ground, and not desirable that he should attend 
any meetings over which his lord and master can not 
exercise his absolute control. A gentleman who lived 
and wrote a good many years ago said some excellent 
things about those who were invested with a ‘little brief 
authority.” If he had not lived so long ago, we might 
have concluded that he referred to some such railroad 
superintendents as we have described. 

Seriously, however, the opportunities for usefulness 
which are open to the Master Mechanics’ Association are 
too great to be disregarded, and we do not believe that any 
railroad officer does the company which he represents 
justice if he fails to’ have it represented at the coming 
convention, which will meet in Chicago on the 12th of 
May next. 





The New lowa Railroad Law. 
This law, which recently passed the Legislature and was 
signed by the Governor, is in reality tounded on the labors of 
the Illinois Railroad Commission, It does not provide for a Com- 
mission, nor for an adjustment of rates for each road after an 
examination of each case; but it lumps together all the roads 
whose gross earnings are $4,000 or more per mile in one class 
(Class A), those with $3,000 to $4,000 in another (Class B), and 
those with smaller earnings in a third class (Class ©). Now as 
the average working expenses of lowa railroads are certainly 
not less than two-thirds of their gross earnings, and therefore 
the net earnings or income on the money invested in the rail- 
road, may be as little as $1,333 in Class A, $1,000 in Class B, and 
nothing at allin Class C, it would seem appropriate that the 
roads should be permitted to charge rates which will give them 
at least these earnings hereafter, the greatest sum being 8 per 
cent. on only $16,667 per mile, which is not half their cost; but 
the law fixes for Class A rates one-tenth less than those adopted 
by the Illinois Commissioners for roads having more than 
double the earnings, these Illinois rates themselves being a 
considerable reduction of those which have paid no extrava- 
gant profits to the railroads heretofore. We have no means 
of ascertaining what the average reduction in Iowa would be; 
but as the profits of all the roads there are extremely .ight, 
while six at least do not pay the interest on their bonds and 
others do not earn it but have it paid by companies with which 
they are consolidated, we may be sure that any reduction would 
be disastrous to many and a large reduction fatal probably to 
every one. For distances of 150 miles, which is that from the 
middle of the State to the Mississippi, the rates for the several 
classes of goods on the three classes of railroads are fixed as fol- 





rest, and it is but natural and quite certain that an ex- 


lows, those for Class B being one sixth higher than those for 
Class A, and those for Class C one third higher: 
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Class A. Class B. Class C. 
First-class per 100 Ibs.... . 41.85 cte. 48.67 cts. 55.62 cts. 
s class seeve steve 34.77 “ 40.56 “ 46.35 « 
Third class Oi. esbine ccbps, S088 + 92.44 “ 97.08 
Fourth class do. ..... -. 20.86 “ 4.94 “* 27.81 “ 
Flour per bbl. (in car loads)..... 94.06 “ 39.73 46.41 “ 
Salt, cement, etc., per bbl........ 40.64 “ 47.41 “ 64.18 ** 
Grain except wheat per 100 (car 
Dcenhrasi¢edaseanenedc pie © 15,94 * 18.21 “ 
Wheat per 100 (car Joads) 15.02 « 17.52 * 20.412 
Lumber per car eo desccovcese $30.96 $36.40 
Horses and mules per car load.. 28.89 33.70 38.52 
Cotton and hogs ‘“ aller 27.80 $1.77 
eep bad ¢ 4s S138 24.67 28.20 
Class A ae so 36.55 41,48 47.40 
Class B ” oe 9.9665- 37.86 43.27 
Class C sad “ .. 256.62 29.77 34.02 
Class D ad « .- él 26.15 29.88 
Coal, per ton, in car loads,....... 1.89 2.20 2.62 


The passenger rate fixed by this law is 3 cents per mile for 
Glass A, 8% cents for Class B, and 4 cents for Class C. 

The companies are required to report to the Governor every 
January the gross receipts for each kind of traffic for the pre- 
ceding year. The Governor will classify them according to 
their earnings, and if these make a change in any road’s clagsi- 
fication, the rates to its new classification will go 
into effect on the 4th of July following. The rates for this 
year will be based on returns made to the State Auditor and 
are to go into effect on the 8d of July next. 





A United States Railroad Commission. 


The “Bill to Regulate Commerce by Railroad Among the 
Several States,” submitted to the House of Representatives by 
the Committtee on Railroads and Canals, of which Mr. Mc- 
Crary, of Iowa, is Chairman, and discussed at several even- 
ing and other special sessions of that House within the past 
two weeks, provides for the appointment by the President of 
a Board of Railroad Commissioners, consisting of nine raem- 
bers, one from each of the United States judicial circuits, who 
are to hold office four years and receive $4,000 a year each as 
salary. This Board is to investigate the charges for transpor- 
tation over lines which are not confined to a single State, and 
as soon as practicable thereafter prepare a schedule of reason- 
able maximum rates for such lines, unless after examination 
they shall decide that the rates charged by the company are 
already reasonable, These schedules, as by the Illinois and 
new Minnesota law, are to be prima facie evidence that higher 
charges are extortionate. In case higher charges are made 
and suit brought, it will be necessary for the carrier to prove 
affifmatively that its charges are only fair and reasonable in 
order to be acquitted of the charge of extortion, the penalty 
of which is a fine of $500 to $5,000, while the party injured 
may recover damages. It is made the duty of the Commis- 
sioners to investigate personally to ascertain whether the law 
is violated, and to have suit brought whenever a violation 
of it oceurs, 

Another duty of the Commissioners is to maintain in the 
Department of the Interior at Washington a Bureau of Rail- 
road Statistics, and to report to Congress with recommenda- 
tions as to future legislation. 


Annual Meetings. oer 


The Seventh Annual Convention of the Master Mechanics’ 
Association will meet in Chicago, Tuesday, May 12. 

The Sixth Annual Convention of the American Society of 
Civil Engineers will meet in New York, Wednesday, June 10. 

The Eighth Annual Convention of the Master Car-Builders’ 
Association will be held in Cincinnati, Wednesday, June 10. 


NEW PUBLICATIONS. 


The American Manufacturer, of Pittsburgh, Pa., in its’ 
issue of March 21, announced that it has purchased the Jron 
World, formerly published in Pittsburgh, but lately in Phila- 
delphia, The Manufacturer has heretofore been one of the 
best and most influential of the iron trade papers published, 
and by the present purchase will doubtless be able to increase 
its excellence and influence. 


Fuel. OC. William Siemens. 
trand, 1874.) 

















(New York, D. Van Nos- 


This is No. 9 of this publisher’s Science Series, and consists 
mainly of an address to the ‘operative classes” during the 
last session of the British Association. To this is appended a 
sort of historical treatise on the Value of Artificial Fuels, by 
John Warmald. The first part is hardly worthy of the author, 
and contains nothing new nor any old thing presented in a new 
way. The portion referring to Artificial Fuels is valuable only 
because it contains a condensed description of various methods 
which have been employedin the manufacture of artificial 
fuel. Altogether the Science Series to which this book be- 
longs, as we have taken occasion before to say, is not up to tho 
standard which we think the public has a right to expect 
from one of the leading publishers of this kind of literature in 
this country. 





Transportation in Congress. 

In the Senate, on the 18th: 

Mr. Mitchell, of Oregon, peseretel a petition signed by 1,502 
citizens of Oregon, as! @ passage of a bill introduced by 
him some time since, to aid in the construction of the Port- 
land, Dallas & Salt Lake Railroad. Referred to the Committee 
on Publie Lands. 

The House, on the 18th, agent the entire day in debate upon the 
Transportation bill. Mr. Willard, of Michigan, believed in the 
right of the General Government to control transportation, 
but could not advocate the eaotment of the commission 
proposed by the bill. He pile ined that the West demanded 
not only that the natural water-courses should be improved, 
Ho Anges double-track ey — ao en ae 4 

olfe, 0 supported the as it came from the com- 
mittee, Mr. Donnan, of fow, sexe the bill asa text for a gen- 
eral argument in favor of a reduction of the 1ates of transpor- 
tation. Mr. Woodworth, of Ohio, was entirely op to the 
pending bill, and stated that, if opportunity » he should 
propose as a substitute a bill ding for the creation of a 
new bureau, to be called the Wereat of Industry. 

It creates a ‘bureau of five Sounaainideoers Sil instead of 





This rule is that the rates on all unindebted roads shall be 
such as to yield a net profit of ten per cent., and no more, on 
the actual cost of the roads and equipments; and on all roads 
which are in debt for construction and equipment the profit 
is not to exceed 15 per cent., five percent. of which must be ap- 
plied to the pereees of the debt. The Railroad Bureau, in- 
stead of being a body with legislative powers, like Mr. Mc- 
Crary’s proposed board, is thus made only the executive agent 
to enforce a uniform re tion governing charges prescribed 
ess. Mr. Woodworth’s bill permits no appeal to the 
om the rates prescribed by the Commissioners, and he 
argued in his speech that that feature of Mr. McOrary’s bill 
would result in conflicting and unsatisfactory decisions. Mr. 
Niblack, of Indiana, op the bill with arguments for State 
rights, and against centralization. 

In the House on the 24th: : 

Mr. McCrary, ot Iowa, after an unsuccessful effort to 
bave some arrangement made for taking a vote on the 
bill to regulate inter-State railroad commerce, gave notice 
that he would move the previous question on the passage 
of the bill at 4 o’clock on we 4 

The House proceeded to the discussion of the bill to 
regulate inter-State railroad commerce, and Mr. Willard, 
of Vermont, made a constitutional and legal argument 
against the bill. He declared that every impulse of his 
nature was on the side of the people in any controversy 
with the railroad companies, an he could be shown a 
safe, a wise and a constitutional means to put restrictions 
upon them, he would be in favor of adopting it. The 
powers, rights and duties of these corporations were 
wholly created by State laws, and it was just as much an 
impairment of vested rights for Congress to say that any 
raijroad shail carry freights at any particular price as it 
ee be to pass a law that they should carry freights for 
nothing. 

At the close of Mr. Willard’s speech, which lasted an hour 
and a half, the House at 5:30 took a recess till 7%, the even- 
ing session to be devoted to the same subject. 








Capital Expenditures on be Pennsylvania Railroad in 
1873 





The annual report gives the following account of the expen- 
diture of new capital during the year : 


The mate | statement will show the amount of money re- 
ceived from subscriptions to the capital stock of this company, 
and for the sale of its bonds, &c., during the year 1873; also, 
ay aot ort to which the money thus received has been ap- 
plied : 

It will be seen from the Treasurer's atate- 

ment annexed that the General Account 





for 1873 shows a total of...... ............ $140,726 637 
i EM adder ss aod ens cond savaseante sb 116 658,824 
An inerease in the year 1873 of..... iy $24 066,813 


On ag debit side of the account this increase is made up 
or— 









Increase in capital stock ........:.eeeesreeees $14,872,538 
Bonded debt.... 20. crcsccccces hit hain 8,073,476 
Bille payable.........-..000-05- é 898 F561 
Securities New Jersey Companies............ 257,000 
De ssco6 saad 6000 00500 000k ee 41,839 

$24,143,404 
Decrease in profit and loss..... ........+.+.- 76,691 

—_—_ $24,066 813 





On the credit side of the account this increase is made up of: 
Increase in construction of third track, sidings, machine 
and car shops, passenger, and freight s ations, etc. .. . 
Increase in equipment, 155 locomotives, 49 passenger cars, 
2,583 freight cars, and 40 road Cars .........seeeeeseees 
Increase in real estate purchased ....... ...6+..0. 0 dee 
Increase in construction on the extension from West 
Philadelphia to the Delaware River..............0+.e006 
Increase in bonds and stocks purchased of other com- 
panies in which this company owns a majority of cap- 
ital stock, to enable them to complete their works and 
OBOOE TROIS BAGO s 0.0.0 6 0.0.9.0:0:0.0.00:0 6 cpnsiocsnccepnedd» 
Increase in securities New Jersey Companies............ 
Increase in fuel and materials for the operations of the 
Pennsylvania, Philadelphia & Erie, and New Jersey 


$1,300,387 


4,179,169 
477,867 


176,516 


7,361,165 
257,000 


388,141 


sisting mainly of advances to railroad com- 

panies in which this company has a control- 

ling imterest.........cesseceeesees are a rity / $8,141,455 
Increase in balance in hands of agents....... . 877,867 
Increase in balauce in hands of Treasurer...... 

————- $24,066,813 

As the cavigment of your railroad and connecting lines 
controlled by this company is now nearly sufficient to meet 
the demands of their traffic, similar outlays will be quite light 
for some years to come. 

The board has no apprehensions as to the future value of 
your property. The rapid increase of its local tonnage, and 
its assured connections with all of the importaut commercia 
centres of the West, have demanded from the company a large 
increase of —— ito move its present heavy | increasing 
traffic, which has required a large demand for money to sup- 
ply these wants, without which the existing and increasing 

mnage could not have been moved with economy or dispatch. 

The amount required has been unexpectedly large, but its 
expenditure could not have been avoided. These facilities, 
when completed, it is believed, will be sufficient, with but 
small additions, to meet the requirements of the public for 
several years. 





Genel Wuleowd “Mews. 





—At the annual meeting of the Pittsburgh, Cincinnati & St. 
Louis Railway Company in Steubenville, O., March 17, the fol- 
lowing directors were elected: William Thaw, J. N. McCul- 
lough, William Phillips, Pittsburgh, Pa. ; Thomas L. Jewell, 
Steubenviile, 0. ; George W. Adams, Dresden, O.; David Gray, 
H. J. Jewett, Columbus, O.; Thomas A. Scott, G. B. Roberts, 
H. H. Houston, Strickland Kneass Philadelphia ; R. Sherrard, 
Jr., Alfred Gaither, New York. Mr. Kneass is the only new 
director. The board elected officers as follows President, 
Thomas A. Scott ; First Vice-President and General Manager, 
H. J. Jewett ; Second Vice-President, William Thaw ; Third 
Vice-President, J. N. McCullough. 

—The new board of directors of the Chicago & Lake Hu- 
ron Railroad Company met at 4 City, Mich., recently and 
re-elected W. Bailey Lang, New York, President, and W. L. 
Bancroft, Port Huron, Mich., Vice-President and General 
Manager. 

—Mr. Robinson, the Acting President, has appointed A. 8, 
Chamberlain Auditor of the Erie Railway in placze of 8. H. 
Dunan, resigned. The appointment will have to be confirmed 
by the board of directors, Mr, Chamberlain has been in the 
service of the company for a long time. 

—Mr, William M. Cox, late Chief Clerk in the general freight 
office cf the Kansas Pacific Railway, has been appointed Au- 
ditor of the St. Louis, Lawrence & Western Railroad. Mr. E. 





i the commissioners arbi 
> tee ps yan cpt pang saahieig samein. 


©. Devereux has been appointed General Agent in charge of 


siete yo — 
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—At the annual meeting of the Pennsylvania Petroleum 
Railroad Company in Meadville, Pa., March 11, the followin, 
directors were elected: J. H. Devereux, Cleveland, 0.; R. E. 
O’Brien, Thomas Warnock, Meadville, Pa.; A. H. Steele, F. H. 
Gibbs, Titusville, Pa.; J. W. Hammond, R. D. Benson, Erie, 
Pa.; J. A. Dale, Tionesta, Pa. J. H. Devereux was chosen 
President and A. H. Steele, Vice-President. 


—At the annual meeting of the Shenango & sllegheny Rail- 
road Company, March 10, the following directors were elected: 
R. E. O’Brien, John T. Wann, Jobn -H. Dynes, Meadville, Pa.; 
James M. Bredin, Franklin, Pa.; J. H. Devereux, Cleveland, 
0.; Thomas H. Wells, Youngstown, 0.; Robert B. Roosevelt, 
New York. The board elected J. H. Devereux, President; 
John H, Dynes, Secretary; F. E, Rittman, Treasurer, 


—At the annual meeting of the Mahoning & Pittsburgh 
Railroad Company, March 11, Archibald 8. Dickson, Meadville, 
Pa., was elected President, with the following board of direc- 
tors: A. H. Steele, Titusville, Pa.; M. Park Davis, J. H. Len- 
hart, Andrew L. Dunbar, Leon C. Magaw, Theodore B. Lash- 
ells, John T. Wann, Meadville, Pa. John H. Dynes was chosen 
Secretary and J. H. Devereux, Treasurer. 


—At the annual meeting of the Sharon Railroad Company, 
March 11, George Boyce, Sharon, Pa., was chosen Pres‘dent, 
with the followin rectors: Robert E. O’Brien, James F. 
McFarland, John T. Wann, M. Park Davis, Meadville, Pa.; E. 
A. Wheeler, P. L. Kimberly, Sharon, Pa.; Jonas J. Pierce, 
Sharpsville, Pa. John H. Dynes was chosen Secretary and J. 
H. Devereux, Treasurer. 


—Mr. William Groom has been a Superintendent of 
the Junction & Breakwater Railroad, in place of John A. Sheaff, 
resigned. His office is at Milford, Del. 
—The board of directors of the new Monterey & Salinrs 
Valley Railroad Company has elected the following officers: 
President, C. 8. Abbott; Vice-President, A. L. Boggs; Treas- 
urer, David J acks; Secretary, John Markley. The company's 
office is at Salinas City, Monterey County, Gal. 


—The Richmond & Trans-Allegheny Narrow-Gauge Railway 
Oompany was organized at Richmond, Va., March 18, by the 
election of the following directors: Gen. J. D. Imboden, Dr. 
Charles 8. Mills, Richmond, Va.; William M. Perkins, Buck- 
se ae Va.; Morton Pannill, Campbell County, Va.; 
Col. Joseph L. Howard, Floyd County, Va.; Col. Heury B. 
Harman, Tazeweli Sosa? a.; B. A. Davis, Pittsylvania 
County, Va. The boardo directors elected officers as follows: 
President, J. D. Imboden; Vice-President, B. A. Davis; Treas- 
urer, Robert H. Maury; Secretary, F. M. Imboden; Chief 
Engineer, Major Conway kh. Howard. 

—At the annual meeting of the St. Louis, Salem & Little 
Rock Railroad Company in Steeleville, Mo., March 12, the fol- 
lowing directors were clected: O.C. Simmons, St. Louis; A. J. 
Crawford, Terre Haute, Ind.; A. L. Crawford, New Castle, Pa.; 
William L. Scott, William Brewster, Erie, Pa. The board 
elected officers as follows: President, A. L. Crawford; Vice- 
President, William L. Scott; Secretary and Treasurer, William 
Brewster; Assistant Secretary and Treasurer, Emerson L. 
Foote; General Superintendent, J. W. Blanchard, Steeleville, 
Mo.; Chief Engineer and General Freight Agent, G. B. Sankey, 
Steeleville, Mo. 

—George E. White, of New York, is President, Nelson Lud- 
ington, of Chicago, Vice President and Treasurer, 
Wm. Price, of Chicago, Secretary; Hon. A. A. 
Jackson General Solicitor, and Col. Edward Ruger Chief En- 

ineer of the Chicago & Northern Pacific Air Line Railway 
eg The main office has removed from No. 76 Wall 
street, New York, to No. 87 Washington street, Chicago. 

—At the regular meeting of the American Society of Civil 
Engineers held in New York, March 4, the vote upon 
admission to membership was closed, the ballots can- 


vassed. and the following declared elected: Honorary 
Member, Horatio Allen, (late President of the 
Society) of South Orange, N. J.; Members, De Witt 


C. Coolman, C. E., of Ravenna, O.; Theodore Cooper, C. E., of 
Cooper’s Plains, N. Y.; Edward C. Du Bois, O. E., of Arequipa, 
Peru; George W. Edge, Gas Engineer, of Jersey City tN. J 
James H. Harlow, ©. E,, of Pittsburgh, Pa.; Louis H. Knapp, 
C. E., of Buffalo, N. Y., and Franklin C. Prindle, C. E., of Phit- 
adelphia, Pa.; and Juniors, Phinehas Barnes, C. E,, of Pitts- 
burgh, Pa., and Albert J. Stahlberg, CO. E. of Waterbury, 
Conn, 

—At the annual meeting of the New England Association of 
Superintendents of Steam Railroads in Boston, March 19, the 
following officers were elected: President, Samuel Nott, Hart- 
ford, Providence & Fishkill ; Vice-President, J. Prescott, East- 
ern; Secretary, W. D. Hilton, Provi ence & Worcester ; Treas- 
urer, A. Firth, Union Freight Railroad (Boston). 

—The directors of the Green Bay, Wabasha & Faribault 
Railroad Company are: H. Wilson, H. E. Barrell, Faribault, 
Minn.; W. 8. Walton, J. Van Dyke, Wabasha, Minn.; A. Hilton, 
Kenyon, Minn.; B.S. Dow, Chester, Minn.; J. A. Thacher, Zum- 
brota, Minn. The officers are : President, J. A. Thacher; Sec- 
retary, W. 8. Walton; Treasuror, H. Wilson. 


—Mr., J. O. Hudnutt, a well-known engineer, has been ap- 
ointed Chief Engineer and Superintendent of the Chicago & 
llinois River Railr. ad, in place of W. P. Chaplin, seslained: 

—The officers of the Chicago & Northern Pacific Construc- 
tion Company, which h»s the contract for the construction of 
the Chicago & Northern Pacific Air Line Railway through Lli- 
nois and Wisconsin, are: Horajio Witbeck, Chicago, Presi- 
dent ; John C. Barnes, New York, Vice-President; Cornelius 
Price, Chicago, Treasurer ; L. H. Howell, Chicago, Secretary ; 
Ansel B. Cook, Chairman of Executive Committee. The office 
18 No. 87 Washington street, Chicago. 

—At a meeting of the directors of the Illinois & St. Lonis 
Railroad Company, March 14, Adolphus Meier was chosen 
President in place of J. 8. McCune, deceased. Nicholas Schaef- 
fer was chosen Vice-President. 

—The office of Mr. D, F. Whitcomb, recently appointed Su- 
verintehdent of the Elizabethtown & Paducah Railroad, will 
e at Elizabethtown, Ky., instead of Louisville. 

—At the fourth annual meeting of the Railway Employes’ Mu- 
tual Benefit Association, held in Cleveland, March 10, 39 dele- 
ates were present. A.D. Reed was elected President, J. R. 

ood Secretary, and T. C. Hatch Treasurer, for the ensuin 
ear. These officers are all of Chicago. The convention ad- 

journed to meet in Indianapolis on the second Wednesday in 

arch, 1875. 

—The Receiver of the Cayuga Lake Railroad has appointed 
J. L. Grant, of Auburn, N. Y., Superintendent of the road. 


—At the annual meeting of the Indianapolis & St. Louis 
Railway Company in Indianapolis, March 19, the following di- 
rectors were chosen : E. W. Woodward Ee a> Ind.; H. 
B. Hurlburt, J. H. Devereux, Cleveland, 0.; J. N. McCullough, 
Thomas D. Messler, Pittsburgh, Pa.; Thomas A. Scott, Phila- 
delphia, The only new director is Mr. Devereux, who replaces 
Oscar Townsend. The board re-elected the old officers, as fol- 
lows: President, E. W. Woodward ; Secretary and Treasurer, 
Edward “King; Auditor, A. J. McDowell; General Supe-in- 
tendent, Samuel Woodward. 

—The directors of the Jeffersonville, Madison & Indianapo- 
lis Railroad pany have re-elected the old officers, as follows: 
President, Thomas A. Scott ; Secretary and Treasurer, George 
8. McKernan ; General Superintendent, Horace Scott. 

—The Union Railway Company of Indianapolis has re-elected 





Lawrence Station, 


the old officers, as follows : President, Horace Scott ; Secretary, 





total, 
tation 


_-T 
jag bi 
Earuit 
Expen 


] 

—? 
of Fe 
$52, 28 
—T 
road | 
endin 
Earnin 
Expeni 


Net ea 


Tine 
Bus 
that a 


t) 
i- 


ly 


o- 
16 


ed 
ry) 


Mazon 28, 1874] 


THE RAILROAD GAZETTE. 


118 








Treasurer and General Ticket Agent, W. N. Jackson ; Superin- 
tendent, E. J. Hardesty. 


—The Louisiana Central Railroad Company has been yo 
ized by the election of the following officers : President, 

B. Ward; Vice-President, Clinton B. Fisk ; yam F. B. 
Steadman ; directors, E. B. Ward, F. W. ene risk Now 
Mich. ; Thomas A, Scott. Philadelphia ; Clinton B. Fisk, New 
York ; Col. Arthur Edwards, New 


—Atthe annual meeting of the General Ticket & Passenger 
Agents’ Assoeiation, in Nashville, Tenn., March 20, the follow- 
ing officers were elected: President, Thomas L. Kimball, 
Union Pacific; Vice-President, E. A. Brown, poeion, hates & 
Fit:hburg; members of Executive Committee . B. Shattuc 
Atlahtic &' Great Western, J. U. Parsons, Toledo, Wabash & 
Western. Mr. Samuel Powell, of the Chicago, Burlington & 
Quincy, of course remains Secretary. 

—At the annual meeting of the Lake Shore & Michigan 
Southera Railway Mutual Life Insurance Association in Cleve- 
land, O., Mareh 18, the following officers were chosen: Pres- 
ident, T. 8. Ligdslay; Vice-President, G. Myers; Secretary, F. 
C. Luce; directors, W. W. Buffum, R. A. Field, O. Hay R. 
H. Hill, E. C. Luce, W. L. Nutt, J. L. Freeman, G. H. McIn- 
tyre, John Townsend, F. D. Collins. 

—At the annual election of the Pennsylvania Railroad Com- 
pany in Philadelphia, March 24, the ticket selected by the com- 
mittee was elected without opposition, the board now stand- 
ing as follows: J. Edgar Thomson, Josiah Bacon, Wistar Mor- 
ris, John M, Kennedy, Alexander J. Derbyshire, Samuel M. 
Felton, Alexander Biddle, N. Parker Shortridge, Henry M. 
Phillips, Philadelphia ; John Scott, Pittsburgh. The new di- 
rectors are Messrs. Biddle, Shortridge and Phillips, who re- 

lace Samuel F. Bodine, Edward C. Knight and John Rice, 

wo directors, Thomas A. Scott and George B, Roberts, are 
chosen by the board. The Philadelphia city directors, elected 
last November, are Wilham Anspach, George Morrison Coates 
and Alexander M. Cox. 

—At the annual meeting of the Toledo, Peoria & Warsaw 
Railroad Company in Peoria, Ill, March 17, John H. Brown, 
James F. Secor, Charles F. Secor, J. W. Smith, Charles Bard, 
L, V. F. Randolph, J. D. Fieh, Charles C, Frost and John New- 
ell were chosen directors for the ensuing year. Messrs. Bard, 
Randolph, Fish, Frost and Newell are new members, though 
Mr, Frost was formerly a director and President of the com- 
pany. Mr, Newell is President of the Illinois Central. 


TRAFFIC AND EARNINGS. 





—The Cincinnati Price Current has made a report of the pork- 
packing statistics of that part of the country which exports 
pork, including Ohio and Michigan and the States west of them 
as far as and including Minnesota, Nebraska and Kansas on 
the west, Kentucky, Tennessee and Missouri on the south. 
The number of hogs packed in these 12 States wa : 5,466,200 in 
1872-73 and 5,410,314 in 1873-74, and the weights of pork and 
lard were 587,563 tons of pork and 95,722 tons of lard the last 

ear and 628,759 tons of pork and 108,428 of lard the first. 
neue of the whole amount was packed in six cities, as 
OUOWS: 








1873-74. 1872-73, 

SU Lest ecascepoe Secacqdsebs veces vescenae 1,520,024 1,4.5,079 
SINAN ‘cic cccséccccseSSe sevobdscedsbes cdeee 681,253 626,305 
PPG 1.06 sscscdieckeédadesveebaes 463,793 538,006 
IG cn 5: b 2ewbcle Selsleae deb de'doe steve ® 295,7 196,317 
Milwaukee ab neato sebnnaiisasinks seen seknin 294,054 8 3,500 
DE ndhvénesdeedevsrebeesoe 0% + taccenniee 226,947 302,246 
3,381,837 4,391,447 

At all interior points..............+ cccccseccs 2,084,363 2,018,867 
Tt... acecenbanessbtiadss+enabiesbeninee 5,465,200 56,410,314 


This table will indicate what :outes will be likely to enjoy 
the traffic caused by this important business. 

—The earnings of the Great Western Railway of Canada for 
the week ending February 27 were: 1874, £21,709 ; 1873, £22,- 
278 ; decrease, £569, or 24% per cent. 

—The earnings of the Grand Trunk Railway for the week 
ending February 28 were: 1874, £36,200; 1873, £29,400; in- 
crease, £6,800, or 23% per cent. 

—The earnings of the Chicage & Northwestern Railway for 

the second week in March were ; 1874, $228,701; 1873, $221,773; 
increase, $6,928, or 344 per cent. 
_ —Cincinnati has packed this season (the four months end- 
ing with February) 581,258 hogs—a little more than a third 
as many as Chicago, and more than any other city. These 
form one of the most important items of traffic to and from 
this city, but a large part of it gces down the river. If the 
Southern road were built Cincinnati would be better situated 
to supply the Southeastern demand for provisions than any 
other city, save perhaps Louisville. 

—The earnings of the Indianapolis, Cincinnati & Lafayette 
Railroad for the first week in March were: 1874, $84,277; 1873, 
$31,909; increase, $2,368, or 7% per cent. 

—The earnings of the Kansas Pacific Railway for the second 
week in March were: Passenger, $24,454.02; freight, $34,741.10; 
total, $59,195.12. Of this amount, $2.717.07 was for wanspor- 
tation of troops, mails and government freight. 

, ~The earnings of the Pacific Railroad ot Missouri (includ- 

jag branches) for the year 1873 were as follows: 

Earuings ($7,872 per mile)..............sseeee00s +++ ++ $3,77,941 69 

Expenses (62.19 per cent.).... ......+-seceeseees . «eee 2,906,897 27 
Net earnings ($2,977 per mile)............seeeeess $1,402,044 a 

—Phe earnings of the Mobile & Ohio Railroad for the month 
of February were: 1874, $213,348; 1873, $265,628; decrease, 
$52,280, or 195% per cent. 


~The Receiver of the Gilman, Clinton & Springfield Rail- 


road pegonte that the earnings of the road for three months 
ending February 28 were : 


Earnings ($496 per mile) 


larnings ($496 per mile) ................0++ RS $55,000 02 
Expenses (64.24 per cent.) .........0-+csee seccosess cescues 85,333 24 
Net earnings ($177 per mile)...............sss--scseceeseees $19,666 78 





CHIGAGO RAILROAD NEWS. 


Illinois Central. 


‘ Business on the road is gradually picking up. It is reported 
hatan arrangement is likely to be made whereby the Ameri- 
fan Express Company will run through from New Orleans 
rune laden with tropical fruits for Chicago. 
Chicago & Pacific, 
, This company has expended over a million anda half dol- 
re and yet has not, up to the present time, borrowed a dollar 
of Capital, The road is operated to Elgin, and forty miles west 
: on city is graded and nearly ready for the ties. The road 
the be comp.eted to Rock River during the Summer. It runs 
nawugh the most fertile portion of the State, and is about as 
twelen at line as it could be made. There is one ent of 
ine ve miles and another of ten; and out of the 50 be- 
— Elgin and Byron, 44 consist of tangents. The curves 
a all moderate, the highest being of three degrees. The 
cnPany is now endeavoring to negotiate the sale of bonds to 
hace the road to its destination, «nm the Mississippi: and as it 
solid basis of property now unencumbered, its officers 





think the money can be readily obtained. They are talking of 
buil two miles of road in the city limits, so as to connect, 
at the intersection of Rockwell and Kinzie street, with the 
Pittsburgh, Cincinnati & St. Louis, and thus get a connection 
with the stock yards. 


Ohicago and Northern Pacific Air Line. 

Some im t changes have been made in the board of 
directors of this company recently, and it is intended to begin 
the construction of the road from Chicago to the Wisconsin 
State Line at an early day. Under the terms of the land grant 
bill recently passed by the Wisconsin Legislature the com- 
pee will be entitled to nearly 600,000 acres of the 8t. Croix 
and grant, a miles of road-bed is in readiness for 
the iron from the Wisconsin State Line at Genoa to Jefferson, 
Wis., a portion of which is already laid. 

The present officers of the com 7 are George E. White, 
New York, President ; Nelson Lu mn, Chicago, Vice-Presi- 
dent and Treasurer ; Wm. Price, Chicago, Secretary ; Hon. A. 
A. Jackson, General Solicitor ; Gol. Edward Ruger, Chief En- 


gineer. 

The officers of the Chicago & Northern Pacific Construction 
Company, which is to build this road, are: Horatio Witbeck, 
Chicago, President ; John OC, Barnes, New York, Vice-Presi- 
dent ; Cornelius Price, Chicago, Treasurer ; L. H. Howell, Ohi- 
cago, Secretary ; Ansel B. Cook, Chairman Executive Commit- 


The offices of both companies have been removed from Ne. 
76 Wall street, New York to No. 87 Washington street, Ch: . 
The suit of Harris Coffin & Case, sub-contractors, in the 
New York Supreme Court, aint the Construction nae, 
has been dismissed and a full settlement made between both 


parties. 

The road will intersect with the Chicago & Pacific Railroad a 
short distance west of the crossing of that road and the Ohi- 
cago, Milwaukee & St. Paul Railway, that is about four miles 
west and a mile and a half north of the junction of the North 
and South branches of the Chicago River, for the present, but 
it is intended eventually to continue it south on the west side 
of the city to a connection wits the Chicago, Burlington & 
Quinoy and Michigan Central. 


Lake Grain Oarriers. 

There are at Chicago vessels of this class permitted to carry 
wheat with a capacity for about 2,200,000 bushels, and vessels 
of lower grade permitted to carry corn with 253,000 bushels 
capacity. At Milwaukee there are wheat carriers with an ag- 
gregate capacity of 1,039,500 bushels. A week there were 
about 7,500,000 ushels of grain in store in Chicago and in 
Milwaukee about 2,700,000 bushels. The total vessel capacity 
at these two ports alone is thus about 3,500,000. 

Ohicago & Illinois River. 

This company has just ag a party of engineers into the field 
to finish the locationof the line from Ch cago to Streator, b 
way of Joliet and Wilmington. A considerable amount of wor! 
has been done in the vicinity of Wilmington. 

Baltimore, Fistebargh & Ohicago. 

fhis company, which has intended to enter Chicago by mak- 
ing a line to a connection with the Illinois Central at Sixtieth 
street (about seven miles south and two miles east of the 
Court House), has found it so difficult to gut the right of way, 
that it has decided to construct its own line only to a junction 
with the Lake Shore & Michigan Southern at Pine Station, 
Ind., which is on Lake Michigan, 23 miles southeast of Chica- 

o. Its trains willrun over the Lake Shore road between 
Eine and its junction with the Illinois Central at Grand Croas- 
ing, 14 miles, and thence over the Illinois Central to Chicago, 
9 miles, which will be as short and good an entrance as any, 
and the one used by the Michigan Central, which, however, 
joins the Illinois Central five miles further south, 


= >= 


PERSONAL. 


—Mr. Naaman W. Moore, a director of the Utica, Chenango 
& Susquehanna Valley Railroad pomapene Sam its first organi- 
zation, died recently at his resid at quoit, N. Y., in the 
78d year of his age. 


—Col. a 9 H. French, President of the Davenport & St. 
Paul Railroad Company, has gone to Europe to endeavor to 
secure means for the completion of his road. 

—Mr. W: H. Daniels, Master Car Builder of the Western 
Railroad of Alabama, died in Montgomery, Ala., March 20, 
He had been in poor health for some time. 


THE SCRAP HEAP. 


Railroad Manufactures. 


‘The Indiana Oar Company, of Cambridge City, Indiana, have 
been in full operation since the 15th of February, on 500 cars 
for the Baltimore & Uhio, Marietta & Cincinnati and Red Line 
companies, employing over 300 men. Their works have a ca- 

ity of six box cars per day, and have been turning out their 
ull com —~ sees ene =. yoore ago. : king 

The Wason Car Company, a! ringfieid, Mass., is wor 
on an order for the Housatonic Railroad. 

It is stated that the Allentown Rolling Mill Company has a 
contract for 7,000 tons’ of rails for the Easton & Amboy Rail- 


The Dickson Manufacturing Company of Scranton, Pa., has 
nee the 10 per cent, taken from the wages of employes 
last fall. 

The Grant Locomotive Works at Paterson, N. J., now em 

loy about 500 men. They are at work on an order for the 
Bhicago & Northwestern, and have, it is stated, orders enough 
to keep the shops full for some time. 

The Danforth Locomotive Works at Paterson have about 400 
men at work and have commen to run full time. They are 
working on an order for the Baltimore & Ohio, 

The Altoona Tribune states that the works of the Cambria 
Iron Company, at Johnstown, Pa., are closed for the present. 
The cause assi for the suspension is that for several weeks 
past some of the miners employed by the company, who are 
members of a union, have been threatening a strike for higher 
wages, and that the company have thus taken decided steps to 
render the measure unnece . ‘Lhe miners had already 
waited upon the ae and been assured that their 
wages should be raised as soon as the state of the iron trade 
would allow of it. 


A Lost Leg. 


One leg of the man, Jacob Kuenzle, who was killed on the 
Pennsylvania Railroad, at Newark, last Monday, wae found 
resting on the cowcatcher of the locomotive which struck him 
when she reached Bristol, Pa., 60 miles distant from the 
scene of the accident. When the engineer found it he tele- 

raphed back over the line, ‘‘ Has any one in your place lost a 
| ie a and received an affirmative response from Newark, The 
limb was sent back on the next train. 


The Economical Oonenmeption of Coal on Locomotives. 
The Lancashire & Yorkshire Railway Com is fitting up 
several engines to use Warsop’s ap tus, which he calls the 




















** Aero Steam Engine.” This appliance is simply the intro- 
duction of heated air through ved pipes lying along the 


bottom of the boiler. The air is forced in by means of an air 

ump, driven from the main cross-head, and the air is ferced 

Uisangh a coil alae pa fixed in the smoke-box, into the boiler, 
up 


at a temperature wards of 600° Fahrenheit. A saving of 





12 to 15 per cent, on fuel is claimed, and also that this a) 


oe vy prevents the deposition of soulnont or scale in the 
er. 








OLD AND NEW ROADS. 
Erie. 

The committee of the board of directors to investigate the 
statements of the late Auditor, Mr. Dunan, have repo that 
the following is the true statement of the floating debt, 
March 18, on which day they commenced their examina- 









tion: 
Loans and bills pao pebsine neces ccbevccecencoocooccce $1,098,865 61 
Loans received by collaterals. «.+» 1,880,0.0 00 
Audited bills unpaid...... eee ++. 429,422 85 
Oe OOD, 0 non o's 0 00gene ves ese cee cncnegecsesesenee 116,175 63 
Unaudited bills andgaccounts........°....seseeeeessesees 295,288 20 
Balance of January pay-rolls......... Soe ccdcvdoorcredsooes 134,335 86 
$3,414,388 46 


These items they consider as onetining the floating debt 
proper if all debt outside of the funded debt is to be regarded 
- +. oating, then there are the following items to add to the 
above: 


February pepcete due but not payable... .........s..seees $549,631 07 
Union Bank of Lopdon advance on unsold bonds ......... 904, 8 
Interest and rentals to March 13 not yet due.............. 494,152 63 


** Beyond these items your committee find nothing, and they 
would observe that all railway companies have necessarily, in 
the regular course of business, large sums of money due to 
them and by them at alltimes. This is. unavoidable, and the 
receipts on these accounts usually about balance the disburse- 
ments, including the current pay-rolls. ~ 

From the above amount of 388.45 put down as the real 
py debt, $543,799.08 may y be ucted on this ac- 
| bey $2,858,589.36 as the sum really necessary to be 
prov or. 

The sum borrowed on bonds will be provided for from the 
bonds deposited, 

The pay-rolls for peameny have since been paid, and those 
for February are being paid. 

The amounts due to the company and the value of the col- 
laterals held hg company are very large. 

The committee believes Mr. Dunan’s entries to be correct, 
but the inferences draws from them erroneous. Under the 
present policy of dividing the net earnings and borrowing 
money needed for new construction or equipment, in order to 
ascer the amounts propesty chargeable each year the ex- 
cess of charges caused by neglect to maintain the road properly 
in former years was deducted apeneies expensea an 
eharged to the fund received from Jay Gould. This was the 
reason for the change made in the operating accounts.” 

Mr. Dunan has published a letter reiterating his former 
charges as to the alteration of the accounts. e statement 
published by him put the floating debt at over $7,000,000, and 
also charged that instead of earning dividends there was a 
deficiency of over $200,000 last year. Mr Dunan has heretofore 
borne a high reputation for integrity and ability as an ac- 
countant. 

A strike last week of the men employed in the freight houses 
in New York and Jersey City caused a little embarrassment. 
but most of the strikers were discharged and their places filled 
by new men. 


8t. Oroix Land Grant 


The directors of the North Wisconsiu Railroad Compan 


have voted to accept their portion of the St, Croix Land Grant, 
and to build the road for, 
Marquette & Mackinaw. 


The Legislature of Michigan has extended the time for the 
completion of this road to Boccmber $1, 1877. 


Iowa Pacific, 


A Dubuque dispatch says that President, Mr. J. K. Graves, 
has returned from Europe and reports his success in nego- 
tiating $3,000,000 of the bonds of this company. Work is to be 
commenced shortly at Fort Dodge, at Waverly and at Elkport. 


Truckee & Plumas. 

It is proposed to build a nessow-anage ralleeae from the 
Central Pacific at Truckee, Cal., thro dine Valley and 
thence along the eastern slope of the Sierras to Loyalton and 
across Sierra Valley to Jamison in Plumas County, ‘The road 
would be about 80 miles long. 


Bur n Oedar Rapids & Minnesota. 

John A. Swan, a stockholder, has brought suit against this 
company and a number of its officers. e complaint alleges 
that three different construction companies were formed, and 
that these companies were composed of officers of the 
company and received contracts at exorbitant rates. It is also 
charged that while the interest on the first-m age bonds 
is unpaid, the earnings of the road are being app to pay- 
ment of obligations of the construction company which built 
the Milwaukee Division. The complainant asks for the ap- 
pointment of a receiver and an injunction to prevent the issue 
of any more stock, The case will come up at the May term of 


Lake View & Oollamer. 

Committees hrve been appointed to secure subscriptions to 
the stock, and also to report on the route. The road is to be 
about 10 miles long, from Cleveland, O., to Euclid, and is in- 
tended mainly for suburban travel. 


Selma, Rome & Dalton. 

At Selma, Ala., March 24, Ohancellor Turner decreed the 
sale of the road and property of this company, inclu 
400,000 acres of public land. The decree was at the sui 
of Messrs. Johnson and Stewart, trustees under the first 
mortgage. The Ghancellor held that the mortgage of 1852 to 
G. B. Tomer is first lien on the road from Selma to Blue 
Mountain, 185 miles ; the mortgage of 1855 to Charles G. Ed- 
wards, trustee, is a second lien on the road four 100 miles from 
Selma ; the + e to W. P. Fellows is a first lien on the 

ublic land; aud the m age under which Johnson and 

tewart are trustees is a first lien on 101 miles of road from 
Blue Mountain to Dalton and on all other property not directly 
epyerteinis to the line from Selma to Bine Mountain, and on 
the Ashby Branch. The Receiver’s certificates are made a 
first charge on the proceeds of the sale. 

The road is 236 miles long, from Selma, Ala., northeast to 
Dalton, Ga. 


Paris & Decatur. 


The new line of the Paris & Decatur mad, over which its 
trains run to Terre Haute, Ind., is 14 miles long, from Paris, 
Ill., southeast to Farrington, on the St. Louis, Vandalia & 
Terre Haute road, over whose track trains run from Farring- 
ton to Terre Haute, 7.8 miles. The whole distance from Paris 
to Terre Haute is 21.8 miles, of which 14 is new road, all the 
latter being in Dlinois. 


Eastern. 

A bill has been passed by the Massachusetts Legislature and 
approved by the Governor, to confirm and legalize the bonds 
abeady issued under authority given by vote of the stock- 
holders at the annual mecting year. It appears that the 
law requires that authority to issue bonds can be given by thu 
stockholders only at a meeting called for the purpose, and 
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through mistake or ov 
was made in the call for 
dies the technical error. 
Pennsylvania. 

The committee of stockholders a 
tions passed at the annual meeting, to examine into the man- 
agement of the the real value of the stock, is com- 
pore as follows: William A. Stokes (Chairman), William H. 

emble, D. B. Cummins, Archibald McIntyre, Philadelphia; 
A. L, Snowdon, York, Pa.; Moses Taylor, New York. 


Boston & Albany. 

The law authorizing a change in the location of the road in 
the towns of Weston and Meothar has passed the Legislature 
and been approved by the Governor, 


St. Louis & 8t. Joseph. 

Members of the bondholders’ committee, which purchased 
the road, have been an examination of the property. 
The committee is now considering whether to accept proposals 
for a lease, or to make arrangements for operating the road. 


Logansport, Orawfordsville & Southwestern, 
The court has refused to dissolve the injunction against the 
subscription of $85,000 made in aid of the road by Logansport, 


Ind, 


Flushing & North Shore. 

It is once more proposed to build a branch from hemes | 
southward to Jamaica, and to run trains thence over the Sout: 
Side road to ecg Oe The distance from Flushing to Ja- 
maica is about six miles. 


The Tilinois Tax on Oapital Stock. 

Injunctions have been procured restraining the collection of 
all taxes froth the Paris & Decatur, Peoria, Pekin & Jackson- 
ville and Springfield & Northwestern com es, on the 
groaaa that a portion of the tax (that on capital stock) is il- 
egally levied, 


Keokuk & Kansas Oity. 

This compeny has asked for a change in its charter to allow 
the Missouri River to be crossed at some other point than 
Glasgow. The channel of the river has so changed that the 
ero n a bridge at that point would be a very difficult and 
costly work, 


Oairo & Pulton. 


The bridge over Red River at Fulton, Ark., was completed 
March 20. 


Union Pacific, 

It is stated that a conference has been held between some 
officers of the ep ee the Committee on Pacific Rail- 
roads of the House of nepengetatinens and that efforts will be 
made to effect the desired reforms in the management of the 
road without additional legislation. 


Railroad Aid Bond Suits in Michigan. 

Suits have been commenced to recover interest due on 
bonds issued by Grand Rapids in aid of the Grand Rapids & 
indiana Railroad; by Pine Grove for the Kalamazoo & South 
Haven; and by Iona and Danby for the Iona & Lansing road. 
Valley, of Virginia. 

—s are being held to advocate the proposed ex- 
tension from Salem southeast to the Tennessee line. ‘The op- 
poetans to the proposed extension in the Legislature and at 

tichmond is very stromg, as indeed it was to the con- 
struction of the road below Staunton at all. 


Gilman, Olinton & Springfield. 

The trustees under the first mortgage, Thomas A, Scott and 
Hugh J. Jewett, have filed a petition inthe McLean Oounty 
(IL.) Circuit Court, asking that the Court order property to be 
transferred to their by the Receiver. 'The Court 
referred the pesition to E, M. Prince, master in chancery, to 
take testimony and report, 

The Receiver reports to the Court after having, been three 
months in possession, that he has succeeded in ousting down 
the — expenses to about 60 per cent. of the former 
amount, e has d off three months’ back wages, 
which were due when he took possession, and has also 
paid taxes for 1872. He has put down some 12 tons of new 
rails, 12 tons of spikes and material for 212 rods of new fence. 
The Breen need of the road is new fences and additional side- 
tracks. 


Arkansas Oentral. 

The Governor of Arkansas hay refused to issue any more 
State bonds to this company, on the ground that the law un- 
der which State aid bonds have been issued is null and void, 
and that the bonds heretofore issued are illegal. 
Philadelphia & Reading. 

This company has appealed bmg the taxes assessed ¥pn 
it and its leased lines by the State of Pennsylvania. It is 
claimed that the laws under which the taxes on tonnage, 


loans and coal are imposed are in conflict with the ninth arti- 
cle of the new constitution. 


Hamilton & Northwestern. 

The County of Halton, Ontario, has voted a bonus of $65,000 
in aid of this road, The grading is to be pushed forward dur- 
ing the coming season. ‘ 

Hanover & York. 
Ground was broken for this road at Hanover, Pa., March 5, 


and the whole line is ander contract. It will be about 18 miles 
long, from Hanover down the Codorus Valley to York. 


Sweetwater & Tellico, 


Surveys have been commenced for a railroad from the Telli- 
co Tron Works, in Monroe see, Vegi & northwest to Sweet- 
t 


ht no mention of the proposed issue 
6 meeting. The present bill reme- 


under the resolu- 


water, on the Kast Tennessee, Virginia & Georgia. The road 
will be about 25 miles long, and i sed hereafter to ex- 


—_ it to Rockford to intersect the Cincinnati Southern when 
uit, 
West Point & Hanover Junction. 

Virginia papers state that arrangements are being made to 
build the long projected line from the Chesa e & Ohio at 


Hanover Junction, Va., southeast to West Point on York River. 
The road will be about 45 miles long. 


Savannah & Memphis. 


Arrangements have been completed for 1,000 tons of iron for 
the oxtension of road, The company intends shortly to 
return to the State of Alabama its indorsed bonds and receive 


in retura therefor the $4,000 per mile of State bonds as pro- 
vided by law, 


Manchester & Keene, 
Acommittee has been appuinted to contract for the con- 
struction of this road from Keene, N. H., eastward through 
Greentield to Parker's Station on the Manchester & North 
Weare Railroad, a distance of about 85 miles. 


Atlantic & Pacific. 
It is stated that a sale was recently made of 37,000 acres of 


the com "a lands in N Lawrence and Barry Counties 


’ 7 
Mo,, to Mr, Frederick Billi 
— ‘Ais stated at $137,000, ngs, of Woodstock, Vt. The price 


Pacific of Missouri, 


20, and the machine shop was entirely destroyed, the boiler 
and blacksmith shops being considerably dsemaged. Three 
locomotives which were in the shop were destroyed. Theo 
machine shop was of brick, two stories high, and about 150 
men were employed in it. The loss is estimated at $100,000. 


Memphis & Charleston. 

A meeting of the directors of this company was held in 
Morya, ch 17, when a proposition was submitted by the 
Southern Railway Security Company to cancel the lease and 
surrender the road to the stockholders on payment of a bonus 
of $160,000, which amount the lessee claims to have lost while 
running the road, The proposition was declined by, the 
board, which considered it a question to be upon only 
by the stockholders, The negotiations are still pending. 


Baltimore & Ohio. 

This company has bought a tract of 4% acresof land near 
Ohio avenue and Wells street in Baltimore. On this land will 
be erected a round-house and other necessary buildings for 
- use of the engines running to the freight depot at Locuet 

oint, 

The transfer of freight cars to and from the Washington 
City, Virginia Midland & Great Southern road by way of the 
East Alexandria Branch and the ferry across the Potomac has 
been commenced, and in a few days passenger trains will be 
transferred in the same way. 


Selma, Marion & Memphis. 


The committee of the Memphis Chamber of Commerce, after 
examining into the affairs of this company, decline to recom- 
mend the merchants to make the loan of $150,000 asked for by 
the company. The committee recommends that the whole 
matter be referred to the new board of directors of the railroad 
company. 


Wheeling & Lake Erie. 
Work on this road was commenced at Hopedale, O., March 3. 
Utica & Black River. 

This company advertises for yen sals for $100,000 first- 
mortgage 7 per cent. bonds of the Black River & Morristown 


Railroad Company, principal and interest guaranteed by the 
Utica & Black River Company. 

Qhesapeake & Ohio Oanal. 

At the monthly meeting in Annapolis, Md., recently, the 
President reported that the Seneca aqueduct had been rebuilt 
during the winter and that more extensive repairs had been 
made than for three years past. 

A convention was held in Pittsburgh, March 18, to advocate 
the extension of the canal from Cumberland, Md., to Pitts- 
burgh, Pa. Col. Sedgwick, one of the engineers who made the 
surveys, stated that the canal could be constructed, and esti- 
mated the cost for 90 miles, from Cumberland to Connellsville 
at $20,000,000, or $222,000 per mile. The convention adjourned 
to meet in Wasbington, April 23. 


Galveston, Harrisburg & San Antonio. 

This road is under contract to the Sau Marcos River and the 
grading is completed to within 15 miles of that point. Work 
is being pushed forward. 


Corpus Ohristi & Rio Grande. 

It is reported that work is shortly to be commenced on this 
road, from Corpus Christi, Tex., westward to Laredo, on the 
Rio Grande, ' 


Missouri, Kansas & Texas, 


The passenger depot, express office and 30 loaded freight 
cars were destroyed by fire at Denison, Tex., March 14. The 
loss is estimated at $40,000. 


Hempstead & New York. 


Arrangements have been made to resume work on this road, 
after a suspension of over half a year. 


Western & Atlantic. 

Hon. Alexander H. Stephens has ordered the suit instituted 
in his name against this company to be discontinued. The 
suit 9 commenced without Mr, Stephens’ knowledge or 
consent. 


Winona & St. Peter. 

Notice has been given that the throngh rate on grain now 
in use from local stations on this road to Ohicago wilt expire 
April1. All wheat now in store must be shipped before that 
date, or it will be charged full local rates. 

There has been a general reduction of expenses in all de- 
partments of the road. A number of employes have been dis- 
_— and the salaries of those remaining have been cut 

own. 


Southern Minnesota. 

Several suits have been commenced against the Receiver to 
recover damages sustained on account of alleged dis- 
speetons between different shippers in rates charged on 
wheat, 


Paw Paw. 
The engine-house at Paw Paw, Mich., with the engine be- 


longing to this company was destroyed by fire on the night of 
March 15. 


Tomah & Ohicago. 


Work on the grading of this narrow-gauge road is said be 
progressing between ‘Tomah, Wis., and the Wisconsin River. 


Indianapolis, Oincinnati & Lafayette. 
A Cincinnati dispatch says that suit has been commenced 
against this company by D. A. Dwight, as trustee, to recover 
$500,000 alleged to have been received in the last two years to 
re $2,000,000 of bonds of this company and the Cincinnati 
ndiana, 


Delaware, Lackawanna & Western—Morris & Essex Di- 
vision. 
The second track on the Boonton Branch is now completed 

from Passaic, N. J., to Boonton, 20 miles, 
The wages of the employes, which were cut down 10 per cent. 

last fall, are to be restored to their old rates April 1. 
A strike of the contractors men employed on the new Ber- 

gen Tunnel was promptly suppressed. A few of the strikers 

were allowed to return to work and the rest were discharged. 

The contractor has now so far completed his arrangements for 

the use of steam drills and other machinery, that he can dis- 

pense with a considerable part of the force employed at first. 


Lafayette, Muncie & Bloomington. 

The Circuit Court at Lafayette, Ind., has decided that the 
lease of this road (from ee ty West to the Illinois State 
line) to the Toledo, Wabash & Western Company is valid. 
Suit has been brought to set aside the lease. 


Northwestern Cheap Transportation Oonvention. 
This convention assembled at Rock Island, Ill, March 24. 
After much debate resolutions were passed favoring the con- 


struction of a canal to connect the Upper Mississippi, the 
Illinois River and Lake Michigan. 


The Boston & Maine and Eastern Oontroveray. 
It is reported that the statement as to the signing of the 


agreement between these companies was not quite correct. 
It is now stated that the contract has not been signed and 





' ‘The repair shops in St. Louis took fire on the night of March 


may not be signed at all. The Boston & Maine Company de- 
sired to make arrangements for interchange of business with 
the Maine Central at Portland, which the Eastern desires to 
prevent, and the Eastern has also taken offence at a petition 
resented by the other company to the Portland City Council 
or leave to lay a track on Commercial street to connect with 
the Grand Trunk, 

A sharp contest over the agreement with the Eastern Com- 
pany is expected at the Maine Central meeting this week. It 
is said that the completion of the agreement between the 
Eastern and Boston & Maine depends very much upon wheth- 
er the Eastern succeeds in securing the complete control of 
the Maine Central which it desires. 


New York & Oswego Midland. 

Heidelbach, Frank & Co.’s Committee have extended the 
time for depositing bonds subject to their order with the 
Farmer’s Loan and Trust Company until Aprii 15. It is stated 
that not many bonds have been deposited as yet, much objec- 
tion being made to the power of attorney required. 

George Opdyke & Co. announce that the plan prepared by 
their committee has been modified to meet views expressed by 
many bondholders, It still provides for funding the first-mort- 
gage bounds in an issue of new firsts of $30,000 per mile, subject 
to the priorit of $1,500,000 preferred bonds for discharging 
receiver's certificates and completing the railroad. The sub- 
sequent bonds and claims are to be funded in securities in the 
order of their priority, but not, however, bearing any interest 
unless the same is earned. An agreement embodying this 
ylan has been prepared for signature, and can be executed at 
he office of the firm, 

Louisville, Cincinnati & Lexington. 

M: sare. G. L. Douglas, L. 8. Reed and John Churchill, a com- 
mittee of bondholders, have isgned a circular. They state 
their belief that the earnings of the road will not increase so 
fast as to enable it to meet its liabilities at the time proposed. 
There is no question as to the security of the first-mortgage 
bondholders or the ability of the company to meet their claims, 
but it is feared that the holders of the subordinate liens may 
suffer loss, especially when the second-mortgage bonds have 
been increased by ne rly $700,000, Some united action is re- 
commended, 


Hannibal & 8t. Joseph. 


The trustees under the land-grant mortgage advertise for 
proposals for the sale to them of $50,000 of the bonds. Propo- 
sals are to be sent to Ward, Campbell & Co., No. 56 Wall street, 
New York, by April 3. 


Spartanburg & Asheville. 

Subscriptions to the stock continue to be collected in 
Charleston, 8. C., and it is proposed to fully organize the 
company shortly. 


Cincinnati Southern. 

A correspondent informs us that work has been commenced 
on every section of this road from South Danville to Somerset, 
40 miles. The contractors on the King’s Mountain Tunnel, 
Messrs. Bibb & Tabler, are progressing slowly, on account of 
lack of necessary machinery, but will soon have steam drills 
and a steam pump at work. Two shafts have been sunk about 
40 feet. Roach, Boyle & Co. have the contract for 10 miles 
from Shelby City southward ; John A. Wolf has five miles, his 
address being at Waynesboro, Ky. ; and McCay Brothers, Cato, 
Ky., have pom sections. Work is also in progress from Chit- 
wood northward, The contractors have until July 18, 1875, to 
complete their work. 


Oentral of Iowa. 

Some parties connected with this company, with Mr. C., C. 
Gilman, the former President, are again trying to persuade 
the merchants of St. Louis to advance $350,000 to secure the 
construction of the line from Albia, the present terminus, to 
Moulton, which would give the road a direct connection with 
the St. Louis, Kansas City & Northern. An effort is also being 
made to arrange a lease of the road to the St. Louis, Kansas 
City & Northern Company. 


The General Passenger Agents’ Association. 

The regular annual meeting commenced at Nashville, Tenr., 
March 20, witn a fair attendance of members. The usual rou- 
tine business was transacted. It was voted to hold the next 
annual meeting in New York. 


Shenandoah Valley. 

Arrangements have been made to push the work on this 
road forward during the coming season. ‘The grading south 
of Front Royal will be commenced, and it is expected that 
track will be laid on the line from Front Royal northeast to the 
Potomac, much of which is already graded. 


Indianapolis Belt. 
The directors have resolved to commence work on the 
grading at once. 


The Recent Great Western Acoident. 

The coroner’s jury on the accident of February 28, near Lon- 
don, Ont., on the Great Western Railway, when a car was 
destroyed Ly fire and a number of people killed, have brought 
a verdict of manslaughter against the conductor, engineman 
and brakeman, besides censuring the company for using ke10- 
sene oil on trains. It will be remembered that there was no 
bell-rope on the train. 


Dividends. 


The regular quarterly dividend of 244 per cent. on the stock 
of the United New Jersey Railroad & Canal Company and the 
Philadelphia & Trenton Railroad Company will be paid 
April 10. 

A quarterly dividend of 5 per cent. on the stock of the 
Beaver Branch Railroad Company has been declared, payable 
April 5. 

The Atlantic & Pacific Railroad Company, lessee, will pa, 
the regular quarterly dividend of 1% per cent. on the stoc 
of the Pacific Railroad Company of Missouri, April 20. 


Meetings. 
The annual meeting of the Cuyahoga Valley Railroad Com- 
pany will be held in Cleveland, O., Apel 15. 
e 


e annual meeting of the United States Rolling Stock 
Company will be held at the office in New York, April 23. 


The Raritan Bridge. 

The following extract from the late report of the Pennsylva- 
nia Railroad Company explains its opposition to the construc- 
tion of this bridge : 

“The bridge recently placed by the New Jersey Central 
Railroad Company across the Raritan at Amboy, which now 
seriously impairs the free navigation of that river as gran 
by the State of New J ro! by the Delaware & Raritan Canal 
Company, threatens to still more seriously interfere hereatter 
with the business of this great national highway, which forms 
an important link of the only internal water avenue of com- 
merce between the seaboard cities. The Pennsylvania Rail- 
road Company has endeavored to obtain from that onapent © 
modification of the plan of their bridge so as to remove this 
difficulty, but as yet withont success. As at present located 
and constructed it largely increases the risks of navigatin 
that stream, and the expense of the towage of all boats an 





that further trouble has crisen which makes it possible that it 


vessels passing it. Its interruption, therefore, even to 4 
small extent, is of very grave importance to the whole country. 
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Negotiations are now pending with the New Jersey Central 
Ra Company to alter this bridge so as to lessen the 
evil as far as practicable, which, if su end in the 
withdrawal of the suit now before the Supreme Court of the 
United States, for the allotment of this obstruction to naviga- 
tion placed across this river only for the of accommo- 
dating travel between New York and a wa’ igs at Long 
Branch already amply provided with facilities of communica- 
tion not excelled by those offered by this new line.” 


§t Louis & Iron Mountain. 


A special meeting of the stockholders of this com 
the Arkansas branch is to be held in St. Louis, A 
urpose of acting on an agreement of consol on with the 


ny and 
, for the 








Jairo, Arkansas & Texas Railroad Company. The stock of the 
latter company is mainly held- by the owners of the St. Louis & 
Iron Mountain, and tie road has been practically under the 
same Management. 


Oairo, Arkansas & Texas. 
A special meeting of the stockholders is to be held in St. 


Louis, April 3, to vote on an agreement of consolidation with 
the St. Lous & Iron Mountain Railroad Company. 


Hannibal & 8t. Joseph. 

The bill authorizing the issue of $1,500,000 new State bonds 
to replace those issued in aid of this road by the State of Mis. 
ouri, and which fall due within the next two years, has passed 
the Missouri Legislature and has been approved by the Gov- 
ernor. The Hannibal & St. Joseph Company will pay interest 


as on the old bonds, and principal when due, an e State 
will retain its lien on the road as security for the payment. 
Green Bay, Wabasha & Faribault. 


This newly organized company intends to buiid a narrow- 
auge railroad from Faribault, Minn., eastward to Wabasha on 
fhe ississippi River. The road will be about 65 miles long. 


Detroit & Milwaukee. 


A meeting of bondholders was held in Detroit, March 18, at 
which a committee was ypciatet to confer with the repre- 
sentatives of the Great Western Railway Company who are 
now examining the condition and business of the company. 


Vermont & Oanada. 


The St. Albans (Vt.) Messenger says that after Mr. President 
Brooks made his preliminary negotiation with Governor Smith 
fora sale of the Vermont & Canada Railroad to the Central 
Vermont Company the directors of the Vermont & Canada re- 
fused to sanction the terms Dp pony ng and the result was that 
the proposition was modified so as to more nearly meet their 
views. The Central Vermont has considered this modified 
proposition, and declined to accede to it, so the matter now 
stands where it did before the bargain was undertaken. 
Pacific Mail. 

The new iron screw steamer City of Pekin was launched 
from the yard of John Roach & Co., at Chester, Del., March 18. 
The steamer is one of the largest in existance, being 418 feet 
long, 48 feet breadth of beam, 3844 feet depth of hold and 5,000 
tons burden. She has accommodations for 150 cabin and 1,800 
steerage passengers and for 1,500 tons of coal besides cargo. ‘The 
engines will be double and of the compound type, with two 
high-pressure cylinders 51 inches diameter and 54 inches 
stroke and two low-pressure cylinders 88 inches diameter and 54 
inches stroke. A companion vessel, the City of Yedo will be 
ready for launching in May next. 


Through Fares Westward. 


The ticket agents of the Pennsylvania, Erie and New York 
Central & Hudson River Railroads have agreed to advance the 
price of tickets from New York to western points to the old 
rates. The fares now are: to Chicago, $26; St. Lovis, $27; Cin- 
cinnati, $20; Cleveland, $14.25. The Baltimore & Ohio refused 
to come into the agreement and continues to sell tickets at the 
reduced rates, which are: to Chicago, $18.50; St. Louis, $21.25; 
Cincinn ti, $13.50; Louisville, $17.25; Omaha, $36. 





ANNUAL REPORTS. 


Detroit & Milwaukee. 

This company’s line extends from Detroit, Mich., west by 
north to Owosso and thence nearly due west to Grand Haven 
on Lake Michigan. It is 189 miles long. 


The operations for the year ending December 81 were as fol- 
OWS : 











Earnings from : 1873. 1872. 
sya K0e-e pbanihognains on $521,851 80 $568,175 60 
DIED <i schcsoccouscse oeese dust 618,280 O1 730,017 61 
Mails and sundries.................. 41,334 19 42,529 96 

$1,181,466 00 $1,360,721 17 
SNES NG Snca'vcts scccseassesaecees 23,411 37 20,881 67 
MED UROOIIER, ..ccccccescecoseces $1,204,877 37 $1,381,602 84 

Expenses for : 

Maintenance of way..............s++- $502,020 89 $316,437 43 
Locomotive power...... ....sssseese 235,823 79 208,876 41 

ivi eessesorsyeies coe 144,258 22 86,232 95 
Passenger transit expenses... ...... 112,712 50 92,933 97 
Freight transit expenses ........... 149,596 80 154,794 25 
UUM. 500.00 0000 ccecece 41,930 92 40,720 87 

Total working expenses........ $1,186,343 12 $899,995 78 
Taxes and insurance...........s..s+- 41,260 47 39,452 00 

Total expenses.......... ....-- $1,227,603 59 $939,447 78 
SININY  : ts.ahisaecen anne sasaurnn tie 442,155 06 

MN 105d ohcbictcccsedetevedcte 22,726 22 cccddivons oe 

The o erating expenses were 98.46 — cent.,or including tax- 
#, 101.88 per cent. of earnings in 1873, LS 6 65.14 and 67.99 
per cent. in 1872. The earnings were $6,375 per mile in 1878, 


against $7,310 in 1872. The decrease in gross earnings for the 
year was $176,725 47, or 12% per cent., and the increase in 
ipenses $288,155 81, or 30% per cent. Both are attributed to 
Severe winter, and the trouble arising from the loss of one 
of the boats of the line from Grand Haven to Milwaukee. The 
h fret number ef passengers carried was 406,983, and of tons 
oF freight 303,185. The decrease in number of through pas- 
beatin is 30 per cent. and ef local passengers, 6 per cent., the 
Mar — due main] fe loss of pastnese bry a Flint & Pere 
6 road, and from stations affec e opening of 

the Detroit & Bay City road. bese g 
raile, Ee the year 5,083 tons steel rails, 1,051 tons re-rolled 
teach 12,675 repaired rails and 90,727 new ties were put in the 
Gre - The track is in very good condition from Detroit to 
tend Rapids, 158 miles, but between and 


Grand Rapids 
Haven there are still 20 miles of old iron which must be 
“ned this year. 
© equipment now consists of 14 passenger, 6 freight 
4 Lg itching engines ; 28 first-class Ls ‘ 


mger, 7 emigrant 

cars, 1 , baggage and way cars ; box, stock and grain 

» 151 platform and 1 auxiliary car. Some additions to the 
*quipment are needed. 
- € floating debt at the close of the year was: 
Tmrest not called for.......... veeeeeeee. at S seeeee $22,457 69 
Bile’ Coupons due Nov. 15, 1873, and Jan. 1, 1874....... 168.862 
Senda nents es ovcn necro sen acssesccense satewrons 287,918 49 

Sccounts and traffic balanees due..........++++ coos 


The expendit moc es 
enditures on capital accouat during the year were 
0,064.4, and the actual cost of road and equipment at the 


82 | of the year. The total amount of coal trans 
23 | an increase of 96,952 tons; of this 


close of bt pend was $12,107,868.52 ($64,063 per mile), of which 
$1,954,881.98 had been provided for out of revenue. 
The property is represented by the following securities: 





Total bonded debt............... seseveceeee seee. $7,696,887 75 
OE RR RO ee oy, 00 
deebvacs bobeubedhvdin tabled aeetedanes .. 492,140 00 

Total capital stock.......... tbe hee ee nove $2,517,140 00 
Total capital account......... veishetalinenitabed . +» $10,918,527 75 


Portland & Ogdensburg. 

This company’s road is in operation from Portland, Me. 
west by north to Upper Bartlett, N. H., 72 miles, of which 
11%, from North Conway to Upper Bartlett, was not opened 
until August 5. 

The receipts for the year ending November 30, 1878, were : 





Mails, express and other sources... 






The grading beyond Upper Bartlett is ccaatied to the 
Mount Crawford House, and is well advanced from that point 
to Frankenstein’s cliff, while the line is cleared to the gate of 
the Notch, and work is in progress on the rock cutting in the 
Notch. The location from the Crawford House to the Connec- 
ticut River has been completed on a line which will require no 
grade over 85 feet to the mile, Arrangements have been made 
by which a road-bed wide enough for two tracks, for about 
three miles from the Fabyan House, will be built and used in 
common by this road and the extension of the Boston, Con- 
cord & Montreal’s Twin Mountain Branch. 

The expenditures on construction and equipment account 
during the year were: 


Construction, under contract with Fuller & Harding .....$317,335 27 
Depots, fencing, lands, engineering, , soveseces 27,670 12 
WOW OGUINMOME 000000 ccccccccccce cccccccccecs . 





- 46,141 24 
Total ........ 





OoBOee coor cscs cocococcccosceccocecccecos $391,046 63 
The capital account is as follows: 

eee AER? Or sp usiebatwellnns ce $1,045,270 00 

ch +) 000k b0 shee 04-0000 %.00006000Vbaene.060s0oesened 1,384,000 

Bills payable, iucluding loans 220,849 44 

Income account ....66..0..-+5 77,958 64 

Sundry accounts ..... Secesecse 100,860 93 


Total.........+. seen ee ceeececeeeeeseceeee + $2,028,914 OL 


The report also contains an account of the agreement with 
the Eastern Railroad Company, which has been already noted. 


Northern Oentral. 

18 ye aoe line extends from Baltimore, Md., north- 
ward to Sunbury, Pa., 138 miles, with an extension of 4 miles 
from Baltimore ‘to the wharves at Canton. It works under 
leases the Elmira & Williamsport, Chemung and Elmira & 
Canandaigua railroads, which together form a line 147 miles 
long from Williamsport, Pa., northward to the New York Cen- 
tral at Canandaigua, N. Y.; and the Shamokin Valley & Potts- 
ville Railroad, 28 miles, from Sunbury east to Mount Carmel ; 
making the whole length of road leased 175 miles and the 
length worked 317 miles. It also hires the use of 40 miles of 
the Philadelphia & Erie track trom Sunbury to Williamsport 
od miles. e company owns most of the stock of its leased 

nes. 
The report presented by the directors at the recent annual 





meeting is as follows: The earnings for the year ending De- 
cember 31 were : 
1 1872. 

PASBENGETB.....- 0 eee e cece eeeereeees $897,149 $895,164 66 
inns by ones neato sarucdh 3,645,751 92 9,322,144 16 
BERDGOEB. oo ccccccccesccccccccceoocs 101,827 43 110,463 33 
BEEED 500 d0'6sc0c0tees cosescces. soos 1,461 39,682 50 
Miscellaneous sources ..........++++ 305,175 67 231,365 54 

Total earnings..............-++++ $5,031,365 59 $4,608,820 19 

Expenses: 

Conducting transportation........... $1,065,800 78 030 
Motive power........--sceesceesees 1,106,182 24 1,168,213 98 
Maintenance of way..... eocccescccece 801,779 64 796,795 90 
Main’ Of CATH... eee eeeereeees 448 93 425,626 21 
General expenses.... . 88,302 50 74,384 39 

Total expenses .........ceeceeeees $3,447,514 09 $3,437,050 97 

Net carmings............ceeeeees $1,583,851 50 $1,161,769 22 


This shows an increase of $432,545.40, or 9% per cent., in 
the earnings; of $10,463.12, or 1 per cent., in expenses; and of 


$422,082.28, or 36% per cent., in net earnings. The gross 
earnings were $15,872 and the net a $4,996 mile 
t ilo in 1812.” "The ‘expenses 


against $14,507 and eal od m The expenses 
were 68.52 per cent. of 8 against 74.74 per cent, in 1872. 
The net earnings were applied as follows: 


The increase of this —— portion of the road was 
curtailed by the almost entire suspension of the manufactur- 
ing establishments along the line during naporied two months 
on the El- 

vision was $23,807 tons in 1873, and 226,855 tons in 1872, 
; increase 52,256 tons was an- 
thracite, and 44,696 tons bituminous. The total number of 
tons carried on the Shamokin Division was 655,354 in 1878, and 
685,608 tons in 1872, an increase of 69,746 tons. A rapid 
growth of this trade is anticipated, 





bages qe, an 


The directors say: ‘‘ At your last meoting a resolution was 

passed appointing a committee to negotiate with the Pennsyl- 

vania Company for the gre lease of your prop- 
e 


Oakland & Ottawa bonds....... PE SECRET TEST $201,866 75 = Owing to the results of operation of the road in 
Detroit & Pontiac bonds..............eeeeeeeseees spokes 600,000 00 | 1872, the causes of which were referred to in our last report, 
Firet-m: b-F POP COME... edeccc’s sccvececcces 2,500,000 00 | the committee could not get an offer from the Pennsylvania 
Second-m e bonds, 8 per cont..........e.e.++++++++ 1,000,000 00 Company such as they cou'd recommend to your ac- 
entry Syne ov bonds, 7 per cent.......... eeee co ceptance, and eving, after consultation with the cers of 
on seen tare southewscn ih fb a POS o77 118 ‘4 | the company, that the business of the year just ended would 
Morte, opt 1, 108 ceibo ~ re aye iis), 300,000 00 | Fe8ult more favorably, concluded not to press any action until 
Bonds of June 30, 1866 ($33,297.45 in company’s hands). 2,085,614 33 these results could be ascertained. This has only been done 


within a very short time, too short, indeed to enable them to 
take an on in the matter. Your still inclining to 
the belief that your interests can be best served by a lease of 
the property, if made upon a just and equitable basis, ask you 
to elioure his meeting for a reasonable time.” 


Pennsylvania & New York. 

This company owns a line from Wilkesbarre, Pa., northwest 
to Waverley, N. Y., on the Erie Railway, 104 miles, with several 
short coal branches and connections making 12 miles in u 
total of 116 miles owned. It operates under agreement the 
Sullivan & Erie 2944 miles long, and runs its cars 
also over 16 miles of the frie, from Waverley to Elmira, on 
which a third rail is laid. It is an extension@f the Lehigh 
Valley Railroad, and that company owns a controlling interest 
in the stock, 

The income and expenses for the year ending November 30 
were as follows : 





Total earnings ($2,265 per mile)............ss0.++++.$144,989 26 1873. 1872. 
The expenses were : Coal Spenpentetion WITTTITITI TIT a 4 yy 
Track and buildings ........+..++-. winctalbentnaleeties $95,508 79 | Passengers, express and mall........000 192,276 20 183,062 
ee . iver 60 | Sullivan & Erie Railroad..........2. 6. s+. 20,471 30 25,629 
Train expenses........... . 18,464 = POR PAROS napstn .osbe — — 
Salaries, taxes and incidental expenses...................008 15,085 71 | Tota) ESO DA ee O $1,485,805 83 $1,611,092 
Total expenses (66.15 per cent.).......+0++000s oacestee $95,907 28 oe  -. 5 ee eaten hamid d _—- 
Net carnings ($767 por mille)........2.sseseseeseseees (nO Lnanaie............... ee ae 
The train mileage for the year was : wer "y4 78,464 miles; Cane cemiticem 
mixed, 35,304; freight, 10,394; ballast, 6, ; contractors’ | Total net carnings........-.--..++-se00 wees $448,361 43 
trains, 17,510 ; total, 147,741 miles. pee oS eer bs 
The equipment now consists of 6 locomotives ; 18 passenger, mony pikxaiianes Muerweods 196'901 09 
2 smoking, 1 observation, 8 baggage and 1 baggage and smok- | Balance..-.-.--.--20006 sere veeeeeeecens __ 196,201 09 
ing car ; 45 box, 10 hay and 60 flat ei 1 én car, 2 brake $448,361 43 
tnd 90 freight-irain cane Bt. >» es 4 oa The gross earnings show a decrease of 7.8 per cent. and the 
1 locomotive, 1 snow-plow and 15 hay cars are be fuilt, net earnings an increase of 8.9 per cent. Excluding the Sulli- 


van & e road, the gross earnings were $12 per mile, 
The operating expenses were 69.66 per cent. of receipts. A 
dividend of 75% per cent. was made on the preferred stock. 


The work done was as follows: 


e 1873. 1872. 
Passengers Carried..........sese0005 « sees 191,684 190,309 4¢ 
Tons —— cence e000 ecceee @ cccreveccoeccccce . 280,210 216,124 
Tons anthracite coal..........eeceeseceeeeeees 685,374 580,938 
Tons bituminous coal peste teeerereeereecnennes 294,868 337,192 


The equipment now consists of 18 locomotives, 2 passen- 
ger cars, 281 box, 70 stock, 257 flat and gondola, 800 four-wheel 
coal, 31 vel, 18 caboose and 2 derrick cars, The increase 
during the ¥ was 100 box, 20 stock, 50 gondola and 19 coal 
cars, and 62 new coal cars were built to replace old ones 
broken up. 

The round-house and shops at Wilkesbarre have been com- 
a | and occupied, and a coal platform and water tauk have 

een built at that point. A new round-house at Sayre, four 
water tanks and several station buildings along the road have 
been constructed. There were used in repairs 66,764 new ties, 


00 | 2,552 iron and 127 steel rails. 


D the year considerable progress has been made in 
ading for the second track. A relocation of much of the 
ne has been made and the new work has been done on the 
revised line. At some points the second track has been laid 
and is used as main line, while the old track is transferred to 
the new location. This relocation of the line could only be 
made after the abandonment of the canal, as the new location 
crosses and recrosses it frequently. In all, 6.14 miles of second 
track and 4.12 miles ot sidings have been laid down and 6.1 
miles of second track graded. Most of the aqueducts and 
bridges of the abandoned canal above Pittston have been 
taken down. 


Louisville, Cincinnati & Lexington. 
The company owns or leases and works the following lines : 
Lines owned: 


Miles. 

Main line, Louisville, Ky., to Newport.........-..0.eeeeecseeeee 119.00 
Lexington Junction to Lexington............6.0-sseceeeeeeees 65.90 
Shelby Junction to Shelbyville. ........cccccccccvcececcceceeues 18,60 
Total road owned......... Cosccercccceseccs sercccesccees 193.60 
Elizabeth, Lexington & Big Sandy, Lexington to Mt. Sterling... 33.60 
Louisville Transfer Railway ...... 0.6. -ecccccceecceeseeeseeeeees 4.13 
TOT BRNIR. o 0.0 060600 0009000000000000000000000.en0neense 87.63 

Total Operated. ........cccccccscccsereccesccecesesseseses 231.13 


On the lines owned there are 22.9 miles of second track and 
aa nga and on the leased lines 3.6 miles, making 26.5 miles 
n all. 

The earnings for the year ending June 30 were as follows : 








1873. 872. 
TB... eccecccccocccs coccccccce $516,427 88 $491,287 42 
Freight. Sedocecercoeecresecesccescesens 627,651 57 485,472 06 
Mails, express and miscellanecous....... 67,947 69 61,613 77 
Total earnings.........+--+ss00++ $1,212,027 14 $1,038,273 26 
Operating expenses for the year........ 976,574 96 802.473 86 
-Net earnings........... covccevces $235,452 18 $235,799 40 


The increase in gross earnings was $173,753.89, or 16% per 
cent., and in expenses $174,101.11, or 21% per cent. The op- 
erating expenses for 1878 were 80.57 per cent, of earnings 
against 77. hy the preceding year. During the year a 
large amount been — in rebuilding unserviceable 
engines and repairing run-down cars, which has been charged 
to operating expenses. The road-bed has been much im- 
proved and the road and a are in a much better con- 


floati dition than a year ago. e average cost per mile run for re- 

Sateosrhan Sete ont roo = 7 paar ae comes - pairs of locomotives was 6.21 cents ; re irs of passenger train 

Extraordinary expenses for maintenance of way ....+. o6000 216,052 60 | cars, 1.5 cents; repairs of freight and road cars, 0.83 cents. 

Increase of equipment ..........++seseeeereece ndiiewias 247,407 61 | The gross earnings were $5,244 per mile. 

DET tanLogelgssceveecesestesaents sanete 8,779 The passenger-train mileage was 534,635 miles; freight-train, 
—— —— _| 425, miles; construction-train, 98,115; total train mileage, 
$1,568,861 50 | 1,057,787 miles. The work done during the year was as fol- — 

rd om Pen nor amounts to $1,128,243.88, an increase | lows: on -_ 

o .97 during the year. . . 

The "average receipts r ton per mile were 1,61 cents Passengers carried. ......... .6eeeeee ceeeeeeeee os Son - bmeon4 
against 1.67 cents in 1 The coal tonnage has increased Tone of treight 1,000 ibs.) monehmneb esses conbose eee —- 

during the year, that of the main line being 795,449 tons in | Tonnage vseeetseeesssrecs sovessess., 18,401,648 18,955,478 

1878, against 789,265 tons in 1872, an increase of 6,184 tons.|;" "“ “"""""",",""* 


The increase in passenger mileage is 8.43 per cent. and the 
decrease in tonnage mileage 3.01 per cent. The average re- 
ceipts <¥ passenger per mile were 3.12 cents against 3.28 
cents the previous year; the receipts per ton per mile being 
$.41 cents against 2.56 cents in 1872. 

The equipment with which the road is worked consisted at 
the close of the year of 38 locomotives, 27 passenger, 7 
express and 7 express cars; 184 box, 114 
, 26 stock-rack, 118 platform and 10 caboose cars; 1 
pay car, 23 construction and 1 





hand and service cars. During 





